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Mr. E. J. H. Lemon 


THE appointment of Mr. E. J. H. Lemon, Vice- 
President, Railway Traffic Operating and Commercial 
Section, L.M.S.R., to be on loan to the Air Ministry as 
Director-General of Production with a seat on the Air 
Council, must be regarded as a most excellent choice. 
His administrative abilities and gifts of organisation are 
fully recognised, and these attributes, combined with his 
long experience in conducting major operations in railway 
engineering workshops, qualify him in every way for 
the duties of national importance that he will now be 
called upon to undertake. Mr. Lemon, when at Derby. 
was in large measure responsible for the system intro- 
duced in the L.M.S.R. carriage and wagon works for the 
building of railway vehicles on the mass production prin- 
ciple, first in conjunction with the late Mr. R. W. Reid, and 
afterwards as chief of the department himself. He person- 
ally devised many of the jigs and other special appliances 
necessary for the carrying out of the work, and took 
most active part in securing an output that revolutionise 
all previous standards and set up a record that formerly 
had never been deemed possible. Mr. Lemon possesses 
hrst class qualifications as a production engineer, in itself 
invaluable asset in his new sphere of activity, and his 
creative brain and abundance of ideas will find full scope 
in the vital field of aircraft production on a national basis. 
To him also is due the major part of the credit for 
initiating the £2,900,000 scheme recently carried out by 
the L.M.S.R. for the reorganisation of its Motive Power 
Department, involving a mass of intricate detail by means 
of which very great economies have been effected in the 
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cost of operating locomotive power on that railway. We 
congratulate Mr, Lemon on his new appointment, and we 
would also like to extend our congratulations to those 
responsible for having made it. 
* * * * 
Retirement of Mr. J. P. Thomas 
Mr. J. P. Thomas, whose retirement from the post of 
General Manager (Railways), London Passenger Transport 
Board, is recorded on page 32, has during his career been 
associated with all three forms of service most familiar 
to the travelling Londoner. First as an electrical contrac- 
tor’s resident engineer on tramway and tube railway work, 
and then as Assistant Engineer of the Great Northern & 
City Railway, Mr. Thomas acquired the wide technical 
experience that qualified him for the responsible operating 
positions he later occupied. His association with London 
bus transport began on his appointment as General Super- 
intendent, London General Omnibus Company, in 1915; 
and subsequently, as Assistant Operating Superintendent 
of the London Underground group, he was in charge both 
of buses and trains. A believer in the value to the staff 
of all grades of a general operating knowledge, Mr. Thomas 
was the author of a book on “‘ Handling London’s Under- 
ground Traffic ’’ which on its publication in 1928 was also 
made available to the public. He thus took an early part 
in the establishment of that understanding of London trans- 
port problems and achievements which the present 
L.P.T.B., through the activities of its Public Relations 
Department, recognises as an essential accompaniment to 
its activities. We take this opportunity of wishing Mr. 
Thomas a long and happy retirement. 


The Week’s Traffics 
An aggregate fall of £207,000 in the traffic returns of 
the four main line railway companies is recorded for last 
week in comparison with the corresponding period last 
year, when an increase of £135,000 was shown over the 
corresponding week in 1936. Merchandise accounts for 
£163,000 of the decrease in last week’s earnings, against 
a merchandise increase of £60,500 for the corresponding 
week in 1937. In the 25th week of 1937 coal receipts were 
up £51,500 and passenger 1eceipts were up £23,000. For 
the 25 weeks of the present year the traffic receipts of 
the four companies together amount to £73,490,000, a 
decrease of £1,610,000 or 2-14 per cent. 
25th Week Year to date 
A —_——, 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
£ £ £ % 
L.M.S.R. 3,000 76,000 6,000 85,000 — 702,000 — 2-30 
L.N.E.R. | 6,000 49,000 19,000 62,000 535,000 — 2-39 
G.W.R. ; - 7,000 31,000 — 9,006 47,000 — 277,000 2-20 
Sale. «« ; - 6,000 7,000 - — 13,000 — 96,000 — 0-98 


Mersey Railway traffics for the past week are up £118, 
bringing the aggregate increase for the 25 weeks to £4,041. 
* * 4 * 

Three Months’ Passenger Receipts 

The fact that the Easter holidays in 1937 were entirely 
in March whereas in 1938 they were entirely in April, 
had its effect on the comparisons between the traffic 
figures for the first quarter of 1938 and those for the first 
three months of 1937. From the recently-published 
Ministry of Transport statistics it appears that the number 
of passengers carried on British standard gauge railways 
(apart from London Transport) during the first quarter 
of 1938 was 188,906,332, a decrease of 7,612,545 or 3-87 
per cent. in comparison with the first quarter of 1937. 
The decrease is apparent under all classes except work- 
men. Corresponding receipts were £8,840,485, a decrease 
of £461,490 or 4:96 per cent. In the first two months 
of the year the passenger numbers were 123,777,326, a 
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decrease of 512,300 or 0:41 per cent., but the receipts 








2 
were £5,727,812, an increase of £252,896 or 4-62 per 
cent. First class passengers, apart from season ticket 


holders, increased in number during January, but fell off 
almost to the same extent in February, and largely in 
March. For the first three months of 1938 they numbered 
3,541,967. a decrease of 75,460 or 2-08 per cent., and 
represented 1°87 per cent. of the total carried. Corre- 
sponding receipts were £894,646, an increase of £19,701 
or 2-25 per cent., and they represented 10°12 per cent. of 
the total passenger receipts except from seasons. Increases 
of 819 per cent. and 6-23 per cent. respectively were 
shown in first and _ third ordinary receipts in 
January, and moderate increases in February (accom- 
panied by decreases in numbers). In March the decrease 
in first class receipts was 1-68 per cent. and in ordinary 
third 23-55 per cent. Workmen’s numbers and receipts 
were consistently good throughout the quarter. 


class 


Overseas Railway Traffics 

The latest traffic returns of the Argentine railways bring 
their totals up to 51 weeks and three days of the current 
financial year, and compare with those for 51 weeks ana 
four days of 1936-37, so that the position for the complete 
year is now fairly clear from the accompanying table so 
far as the gross earnings of the four larger lines are con- 
cerned. The only companies to show increases are the 
Argentine North Eastern and the Entre Rios, with respec- 
tive increases in sterling of £20,044 and £71,762, and in 
pesos of 122,200 ahd 884,106. For the first 51 
its current year the Central Uruguay has secured an 
increase in sterling of £26,672, but the fall in currency 
$226,119. , 
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No. of Weekly Inc. or Aggregate Inc. or 





Week Traffics Decrease Traffic Decrease 
£ £ £ 
Buenos Ayres & Pacifi 52nd 76,303 — 17,866 4,558,568 
Buenos Ayres Great Southern 52nd 112,903 — 5,521 7,639,947 
Buenos Ayres Western 52nd 40,695 — 6513. 2 ,891 " 
Central Argentine 52nd 96,600 — 38,285 6,133,422 —1,831,546 
Canadian Pacifi 5t $49,200 71,600 11,575,200 —1,056,200 
Bombay, Baroda & Central India 12 235,800 20,325 2,187,525 — 64,425 


Canadian Pacific gross earnings for the first five months 
of 1938 amounted to £10,228,600, a decrease of £845,600 
in comparison with the first five montis of 1937, and the 
net earnings of £434,000 were lower by £999,000. 
* * * * 

Mexican Railway Results 

Gross receipts of the Mexican Railway Company for the 
second half of 1937 improved by 10 per cent. in com- 
parison with the second six months of 1936, and there was 
an increase under all headings except express and luggage. 
Working expenses advanced by 8-9 per cent., and the 
operating ratio showed a diminution from 101-52 per cent. 
to 10054 per cent. At the standard rate of 18 pesos 
to the £ the deficit transferred to net revenue account is 
£2,344, against £5,954 for the second half of 1936, and 
the final deficiency for the half-year is £83,708, which 
increases the total debit to £777,772. Some figures for the 
complete years 1937 and 1936 are compared herewith : — 

1937 1936 

Pesos Pesos 
3,894,278 3,526,217 
11,501,556 9,842,732 
13,944,092 
13,949,082 
4,990 


Passenger re¢ eipts 
Goods receipts 
Gross receipts.. 
Working expenses 
Net receipts 


15,399,239 
ae 422,983 Dr 
The volume of traffic offering considerably increased and 
the management had difficulty in meeting all demands, in 
spite of the increase in the number of carriages and wagons 
recently purchased. Three new engines have been bought 
and are on their way to Mexico City. Since the close 
of the half-year under review increased taxation has 
adversely affected the trade of the countrv. 
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The Newcastle & Carlisle Railway 

A hundred years ago the east and west coasts of 
England were linked throughout by rail for the first ti 
with the completion of the Newcastle & Carlisle Railw 
A company was formed in 1825 to promote this railw>,, 
but the Act was not obtained until May 22, 1829. e 
line was opened in sections from 1835 onwards, and 
final portion of the main line—the 11 miles between 
Greenhead (Blenkinsopp Colliery) and Haydon Brid 
was brought into service on June 18, 1838. Descril 
the opening, the Tyne Mercury said: ‘‘ The annivers 
of the battle of Waterloo, which crowned the British 
with success and restored peace to Europe, was selecicd 
as the day on which to celebrate the event, and one 
the engines is named Wellington.’’ Another contempo. 
account is quoted on our Scrap Heap page this w 
The Newcastle & Carlisle Railway was responsible fo1 
introduction of the now-familiar card ticket, the de 
of Thomas Edmondson, the stationmaster at Milt 
Another innovation for which we are indebted to this 
railway is the excursion at cheap fares, the first of which 
ran in 1840, or more than a year before Thomas Cook's 
first excursion. Some further notes on the history of this 
line were included in our issues of May 10, 1935, and 
November 5, 1937. 

* * * * 


The Danish Railways 

The latest Report on Economic and Commercial Cor 
ditions in Denmark, issued by the Department of Overseas 
Trade and published by His Majesty’s Stationery Office 
at Is. 6d. net., says that the favourable tendency ob 
served in the results of working of the Danish State Rail- 
ways for the year ended March 31, 1937, will probably 
be reversed in the present year. This estimate is based 
upon the returns issued for the first half of 1937-38, which 
show a deficit of 2°8 million kroner, compared with one 
million for the corresponding period in the previous year 
(the results for the year ended March 31, 1937, were fully 
reported in THE RaiLway GAZETTE for January 14 last, 
page 57). Receipts have increased, but expenditure is 
rising in a greater ratio, owing to raised wages and greate1 
cost of materials, especially coal. Since March, 1937, 
the Danish State Railways have purchased second-hand 
eleven Pacific type express locomotives from Sweden. 
The report states that the number of steam locomotives 
declined in the past five years by 10 per cent., from 653 
in 1932-33 to 593 in 1936-37, but the amount of coal 
consumed actually increased by 10 per cent., from 325,124 
tons in 1932-33, to 360,800 in 1936-37. It is hardly likely, 
however, that internal combustion propulsion will super- 
sede steam for many years to come, as the latter is still 
more economical. 

* * * * 


Rail Economy on the C.P.R. 

Sir Edward Beatty in his speech at the annual meeting 
of the shareholders of the Canadian Pacific Railway at 
Montreal on May 4 made some interesting remarks on 
rails. In the ten years ended 1930, he said, approximately 
500,000 miles of track in main lines of the C.P.R. were 
relaid with heavier rail. Poor track surface resulting from 
the battering down of rail ends under traffic was the chief 
reason for re-railing, but in the latter part of the period 
referred to the practice of building up battered rail ends 
by welding was adopted. The laying of the heavier rail 
and welding were estimated to double or even treble the 
average life of rail in main lines. Since 1930 welding had 
been continued, and by moderate purchase of heavy rail 
the main line had been kept in excellent condition. How 
effective this policy has been is illustrated by the fact that 
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the er life of rail in main lines so retarded the release 
of st |-hand rail suitable for relaying on less important 
lines hat the latter have been maintained by the purchase, 
begi in 1932, of the required quantity of new rail. 


The rage weight of rail in main lines has been raised 
from 35 lb. per yd. in 1920 to 99 lb. per yd. at the end 
of 1937 

* * * * 


An lian High-Speed Brake 


Brake equipment developed in Italy for very high-speed 
servi is described in the February issue of the Rivista 
Tecnica delle Ferrovie Italiane by Signor M. Fasoli. The 
existi semaphore signalling is of the two-position home 
ant tant type, arranged on lines almost identical with 
that in Great Britain, and as it is usually inconvenient 
to increase braking distances by altering the position of the 
distant signals, attention has been turned to improving the 


power and rapidity of the braking action on the high-speed 
trains. Special apparatus was designed to measure the 
forces at work during braking in order to study the varia- 
tion in the coefficient of friction of different brake shoes 
during deceleration, it being essential to prevent the locking 
of wheels. Experiments showed that the desired result 
was obtained if there were an automatic reduction in brake 
block pressure when speed had fallen to 35-40 km.p.h. 
(213 to 25 m.p.h.). This is effected by electro-pneumatic 
mechanism controlled by a mercurial centrifugal governor 
on one of the axles. The apparatus has a cut-out handle 
having ‘‘ordinary’’ and “‘ high-speed ’’ positions, enabling 
a vehicle to run satisfactorily in all classes of train. Com- 
pressed air braking is standard in Italy. 


* * * * 


A Formula Purge 

By now all railway engineers must realise that the air 
resistance of trains travelling at a high speed is a quantity 
upon which the last word is never likely to be said. The 
more it is investigated the more hopeless seem the prospects 
of being able to represent it by a formula generally appli- 
cable to every kind of rolling stock under every com- 
bination of service conditions. Such pessimism is more 
and more justified with the passing of time, for each fresh 
investigation produces a fresh crop of disagreeable-look- 
ing formule very difficult to use, and in no way applicable 
to trains which depart in design or make-up from the 
ones tested. The situation has now been improved a 
little by Mr. A. L. Lipetz, for in a paper entitled ‘‘ Air 
Resistance of Railroad Equipment ’’ and appearing in 
the Transactions of the American Society of Mechanical 
Engineers, this authority has rejected the host of formule 
needed to express with accuracy the variety of results 
experimentally obtained, and put in their place a few less 
accurate but more readily applicable ones. After all the 
object of engineering research is not to see how accurately 
one can convert experience into the symbolical languagc 
of mathematics but to obtain data on which safe rules 
for design may be founded. The new Lipetz formulz are 
order of accuracy needed for practical work and 
the use of anything more elaborate by engineers not 
aspiring to be pure scientists is a waste of time. 


of the 


* * * * 


The Structure of the Steel Rail 

Owing to a rapid increase in the frequency with which 
rails that for many years past have given good service in 
the track are now failing, the Estonian State Railways 
have recently conducted a very thorough investigation of 
the characteristics of these rails, and of the causes induc- 
ing failure. This upward trend in the rail failure curve 
is a common railway experience at the present time, and 
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corresponds with that of train speeds, which lately have 
been much increased. The Estonian experiments, which 
are described in the January issue of the Bulletin of the 
International Railway Congress Association, have been 
conducted very carefully and systematically, and have 
yielded some unexpected results. Briefly, they have shown 
that the falling weight and tensile tests, on which hitherto 
reliance has been placed to indicate the probable resistance 
of the steel to shock and fatigue conditions resulting in 
fracture, are so inconsistent as to be almost useless for this 
purpose. Excellent results in both tests were obtained 
with rails of which the microstructure and macrostructure 
were so defective as to have resulted in failure, while others 
which showed up well under microscopical examination 
and had not failed in service could not withstand the 
falling weight test. In brief, a much closer relation was 
established between microstructure and life than between 
microstructure and the physical tests normally applied to 
rails as the basis of acceptance or rejection. 
* * * * 


Preventing Hot Boxes in the U.S.A. 

The Chicago, Milwaukee, St. Paul & Pacific Railroad 
has made a long and careful investigation into means of 
reducing the number of hot boxes in freight and passenger 
service. The problem was attacked primarily as one of 
lubrication, and in addition to adopting what was termed 
an ‘‘ all the year round ”’ oil, a specification was worked 
out for a ‘‘ free ’’ oil to be used in the coldest periods of 
the winter, and preliminary tests with this during severe 
winter weather gave promising results. A new oil and 
waste reclamation plant was also brought into use, in 
which packing was prepared by machine instead of by 
hand in iocal vats, and considerably improved results 
were obtained; containers were used for shipping the 
packing to outlying points. Lubrication is still not 
entirely satisfactory in the summer months. Nevertheless, 
the annual total of hot boxes, as well as the figure per 
million gross ton-miles, has been lowered to approxi- 
mately one-half of what it averaged prior to 193!. To 
this result careful inspection and preparation of journals, 
bearings and wedges, and proper maintenance in all 
respects have been equally responsible. The 1937 report 
of 399,100 miles per hot box on freight vehicles compares 
with the rate of 135,120 miles ten years ago. 

* ** * * 


Car Free, Care Free? 

It has recently been our experience to observe, from a 
comfortable seat in a fast train, the interminable pro- 
cession of small cars, winding like a mechanical cater- 
pillar slowly along a main road towards the metropolis, 
and it was borne upon us that the possession of a car 
in these times of traffic congestion is surely a doubtful 
advantage, at least, where there are rail or bus facilities. 
The car owner enjoys, it is true, besides the pride of 


nation, but the sphere of his boasted liberty of movement 
becomes more limited nowadays as his responsibilities in- 
crease. Naturally, we are prejudiced in favour of travel 
by rail, but from any point of view it seems to us that the 
pleasures and advantages of the small car are more than 
outweighed by the cares and responsibilities of ownership 
and the difficulties and discomfort of driving on our roads 
as they are at present. It may be that the car owner 
tends to become a slave to his hobby, but if owning a 
car means taking one’s place in a procession, in an atmo- 
sphere of exhaust gases, with a deadening concentration 
on the road ahead and an ever-present sense of strain 
and responsibility, we can only say again that we prefer 
the train. 
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Annual Review of Railway Charges 


HE judgment of the Railway Rates Tribunal in con- 

nection with its recent review of the standard and ex- 
ceptional charges of the four amalgamated railway com- 
panies for 1937 has now been published, and generally 
follows the lines foreseen. The tribunal remarks that the 
companies’ revenues continued during 1937 the expansion 
which was noticeable in 1935 and 1936, and during the 
last three months of the year, they were assisted by the 
efiects of the 5 per cent. increase ordered by the tribunal 
at the previous review. In the result, the companies’ gross 
receipts were £7,190,221, or 4°67 per cent., greater than 
in 1936. Increases in the cost of labour and materials 
and the additional outlay occasioned by the increased 
traffic resulted, however, in railway working expenses 
rising by £5,520,353 as compared with the previous year. 
The result of the year’s working, after bringing into 
account revenue trom all sources, was that the net 
revenues of the four companies increased by £2,171,786 
as compared with 1936. Interesting comparative figures 
are given in the judgment showing the increase in railway 
traffics, gross receipts, railway working expenses, and 
revenues from other sources during the last three years. 
These show that, compared with 1934, the number of 
passenger journeys, inclusive of those made by season 
ticket holders, during 1937 increased by 96,636,497, or 
8-01 per cent., while the tonnage of all merchandise con- 
veyed by merchandise trains rose in the same period by 
35,275,248 tons or 10°08 per cent. 

Railway gross receipts increased by £15,179,841 or 
10-40 per cent. between 1934 and 1937, while the com- 
panies were able to keep the increase in railway working 
expenses to £9,258,090 or 7°53 per cent. If, however, 
the estimated sums recoverable for rates and rate reliet 
were credited to the expenditure of 1934, the increase in 
railway working expenses in 1937 was £11,355,962, or 
9-40 per cent., above the former year. Between the same 
years the companies’ revenues from other sources rose by 
£499,880 or 5°92 per cent., the largest increase being 
obtained by the Southern Railway. Finally, the net 
revenues earned by the companies in 1935, 1936 and 1937, 
after adjustments in respect of rates, were £34,023,403, 
£35,730,561 and £37,902,347 respectively, as compared 
with the standard revenues and allowances granted by the 
tribunal up to December 31, 1936, to remunerate additional 
capital raised or provided in respect of expenditure in- 
curred on capital account since january 1, 1928, of 
£51,359,095. Thus the net revenues for 1937 were 
£13,456,748 below the standard plus the allowance in 
question, while the net revenues for the last three years 
showed an average deficiency of £15,473,658. 

There being a deficiency in the case of each company 
by either method of calculation, the tribunal had to con- 
sider whether this was due to lack of efficiency or economy 
in management, but as no such suggestion was made, it 
concluded that it was not so due, and further expressed 
the view that the deficiency was likely to continue. In 
these circumstances the tribunal is directed by statute to 
make such modifications in the standard and exceptional 
charges of the companies as it thinks necessary to enable 
them to earn their standard revenues. On this point it 
comments that the evidence of the companies showed that, 
on the basis of the returns for the 13 weeks ended Janu- 
ary 2, 1938, the slackening in the volume of railway traffics 
which became evident after last midsummer was _ not 
accelerated to any material extent, if at all, by the increase 
of charges which it had ordered to operate as from Octo- 
ber, 1937. The tribunal concludes, therefore, that the 
net revenues of the companies in 1937 were greater than 
they would have been had such an increase not been made. 
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No evidence had been submitted, however, that a fur:her 
general modification of the standard and exceptional 
charges would enable the companies to earn their standard 
revenues or more net revenue than they would otherwise 
obtain, and, accordingly, the tribunal decided to make no 
modification in the existing level of the charges. 


* * * * 


Reduced Rates in Scotland 


EFERENCE was made in our issue of June 17 to the 

sanction given on June 14 by the Railway Rates 
Tribunal to the quotations by the L.M.S.R. and L.N.E.R. 
Companies of flat exceptional rates between certain places 
in Southern Scotland, irrespective of the classification of 
the merchandise conveyed. The facts which gave rise to 
this very important departure from the basic principies 
of the railway rates structure are that, thanks to an ex- 
ceptionally good road system, the most intense competition 
has been prevailing in recent years between the two railway 
companies and a number of road hauliers for the con- 
veyance of traffic between Glasgow and Aberdeen, Dun- 
dee and Perth. The traffic concerned flows in both direc- 
tions and consists largely of raw materials from Glasgow 
docks to works at the towns nained, and the return of 
the manufactured articles to the port for export. This 
feature enabled the road hauliers to secure fairly regular 
return loads, and, with their complete freedom as to 
discrimination in the matter of rates, they have been 
able seriously to undercut the railway companies. It is 
estimated that road hauliers now convey about 156,000 
tons of traffic between these places annuaily, while the 
railway carryings have been reduced to 61,000 tons. The 
process of this transfer of traffic naturally caused the 
companies considerable concern, and, in an attempt to 
meet the position, special point-to-point exceptional rates 
were introduced. These, however, proved quite ineffective 
to stem the transfer, as the companies were hindered by 
the classification of the merchandise and the controlled rates 
structure. 

After very careful review of all the circumstances, there- 
fore, the two companies reached the conclusion that the 
cnly way in which they could stem further diversions and 
regain any proportion of the former rail-borne’ traffic 
was to introduce experimentally for one year as from 
June 15 rates of 12s. 3d. a ton between Glasgow and 
Aberdeen, 9s. 6d. a ton between Glasgow and Dundee, 
and 7s. 9d. a ton between Glasgow and Perth, for all 
descriptions of merchandise enumerated in Classes 7 to 20 
of the general railway classification (other than merchan- 
dise conveyed in owner’s tank wagons and dangerous 
goods), consigned by goods train and tendered in lots 
of four tons and upwards at one time. Evidence was 
given to show that if they regained 8 per cent. of the 
traffic now on the roads, the companies would obtain the 
same revenue as at present, notwithstanding this important 
cut in rates for the higher classes of merchandise. 

The President of the tribunal intimated that he was 
quite satisfied as to the companies’ case on commercial 
grounds, but was somewhat concerned as to the apparent 
scrapping of the classification. It was indicated, however, 
that the proposal was not novel, as on May 19, 1931, 
the tribunal had approved the same principle on the 
L.N.E.R. system. This related to an endeavour made by 
that company to meet acute road competition for traffic 
between Chelmsford, Colchester, and Ipswich and certain 
London stations on the G.E. Section of the L.N.E.R., 
by the quotation of flat exceptional rates for all traffic 
in Classes 7 to 20 of the classification with the exceptions 
mentioned above, conveyed in two-ton, four-ton and six- 
ton lots respectively. These rates were then said to be 
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‘uivalent of the economic road rates between the 


04 ‘concerned, and not nece ssarily the lowest road rates, 
and were introduced experimentally to see whether traffic 
couli be regained by this means. The tribunal then 
intimated that it was satisfied that the proposed flat ex- 
ceptional rates were a justifiable experiment which might 


be expected to improve the net revenue position of the 
companies concerned, and therefore it approved them. 
It is of interest that in a paper read to a meeting a the 
Newcastle District Traffic Association on October 17, 1935, 
the Assistant Goods Manager of the Southern Area “ the 


L.N.E.R. referred to the Chelmsford experiment and 
stated that the results were inconclusive as the increase in 
traflic was comparatively small. On the other hand, an 
increase in the average wagon load and a consequential 
reduction in train mileage had been obtained, while there 
had been a cessation of applications for further exceptional 
rates. It will be interesting, therefore, to see whether 


any further measure of success is achieved in Southern 
Scotland. It will be appreciated, of course, that such 
experiments must be limited to fairly confined areas where 
the traffic is of a general nature, as the existence of any 
substantial streams of particular traffics between the points 
concerned would make the fixation of an attractive rate 
extremely difficult. 
, * * & * 


Lord Weir on Destruction 


LOR? WEIR, in his presidential address to the Inter- 
~ national Engineering Congressat Glasgow on June 21, 
w attention to the perversion of engineering today from 
its true purpose as defined in the articles of association 
of the Institution of Civil Engineers. ‘‘ To direct the 
ereat sources of power in nature for the use and con- 
venience of man ’”’ is the function and duty of the engi- 
neer. 3ut, as Lord Weir stated, the engineer is now 
having pressed upon him a deflection from that duty 
leading to the destruction of our civilisation. This is a 
serious statement, but one which is unfortunately beyond 
dispute. It lays upon those whom the engineer serves a 
heavy responsibility, and immediately raises the question 
as to who or what it is that deflects the engineer from 
his proper purpose. If civilisation is to be saved from 
destruction, this question must be answered; and the first 
step towards the truth is to review the objective of our 
civilisation. If it is primarily to provide compulsory 
work for everyone, as seems implicit from the general 
anxiety to solve what is called ‘‘ the unemployment 
problem,’’ then, the achievements of engineering and 
science having already saved so much labour that, short 
of armament booms and wars, it is virtually impossible 
te provide compulsory work for all, civilisation has 
attained its object and, having done so, may as well 
be destroyed. 

If, on the other hand, the purpose of industrial civilisa- 
tion is to provide leisure—that is, the opportunity for 
individuals freely to choose the sort of work they enjoy 
doing—then civilisation has by no means yet achieved 
its object. It could do so, however, and Lord Weir fell 
into a common error when he said that the present rearma- 
ment programme in this country was ‘“‘a great handicap 
on the attainment of an ampler and fuller life both 
mentally and materially.’’ In fact, the development of 
productive capacity due to the skill and accomplishments 
of engineers and scientists is great enough to allow us 
to arm to the teeth at the same time as to provide the 
amenities of life to which Lord Weir refers. Indeed, it 

largely this very expenditure of vast sums of money 
on arms, which he regrets, that, by providing people 
with more spending power, has given rise to the com- 
parative boom we have enjoyed during the last year. 


are 
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Lord Weir will deserve everybody’s thanks if the atten- 
tion he has drawn to this anomaly of the present day 
leads to its impartial investigation with a view to its 
removal. 

* * * * 


British Guiana Railways in 1937 


CCORDING to the Administration Report issued by 
the Government of British Guiana, for the year ended 
December 31, 1937, the route mileage of the Government 
Railways totalled 79, 603 miles of this length comprising 
the East Coast line, and 18} the West Coast line; the 
former is standard and the latter 3 ft. 6 in. gauge. The 
accounts for the two lines are kept separately, and show 
the following returns for 1937 as compared with 1936 :— 





1936 1937 

Gross | Expen-| Net Gross | Expen- Net 

Line receipts  diture | receipts receipts | diture | receipts 
- 

$ $ $ $ $ $ 
East Coast | 300,695 | 246,396 54,299 298,830 261,858 | 36,972 
West Coast) 54,620 56,810 2,190 56,110 | 60,737 4,627 
Total 355,315 | 303,206 | 52,109 | 354,940 | 322,595 | 32,345 
In 1937 passenger earnings amounted to 44 per cent., 


goods earnings to 41 a cent., and parcels, mails, and 
miscellaneous. receipts to 15 per cent. of the total revenue. 
Some 1,431,542 passengers were carried, the highest figure 
for the past 10 years, and 21,145 in excess of the 1936 
total. Freight tonnage, on the other hand, fell by 2,51u 
tons, due mainly to a reduction of sugar prodvcts carried 
by 3,301 tons, though timber, building materials and rice 
traffics increased by over 4,500 tons. Two new bogie 
coach bodies were built in the railway workshops during 
the year; four out of the six vehicles built since 1934 have 
Timken roller bearings. The 12 standard-gauge locomo- 
tives together ran 222,649 miles during the year in 20,315 
engine hours, and the average fuel consumption was 39 lb. 
an engine mile; their repairs cost $18,303. There are four 
3-ft. 6-in. gauge locomotives on the West Coast line. A 
map of, and some notes upon, the system will be found 
on page 9 


Relay Interlocking at Hull 


WE publish on page 23 an illustrated description of the 

fine new relay interlocking installation opened on 
April 24 at Paragon station, Hull, L.N.E.R., replacing 
two power signal boxes erected in 1904. It is the largest 
installation of its type hitherto constructed. Unlike the 
signalling at Leeds New station (described in THE RalIL- 
way GAZETTE for April 23, 1937), where individual point 
and signal operation is used, the route-setting principle 
has been adopted at Hull, the signalman having to mani- 
pulate one handle only—a thumb switch in this case—to 
set up a complete route and clear the relative signal if 
conditions are such as to permit this to occur. The prac- 
tice followed in earlier relay interlocking work in this 
country of arranging the controlling switches on the track 
diagram, has not been followed in this instance owing, we 
understand, to the large number of routes associated 
with the majority of the signals. Instead, the switches 
have been grouped together on a separate control panel 
below the diagram, an arrangement which we are not 
surprised to be thought desirable when layouts of the form 
obtaining at Hull came to be dealt with. There is thus 
some resemblance to the practice familiar in the older 
power signal installations, but a power frame of conven- 
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tional design to do the same work would have been more 
than five times the length of the present apparatus, which 
is remarkably compact. 

With only one switch to operate for a movement, the 
signalman’s work is considerably simplified, and the possi- 
bility of switches being turned and left in that position 
when the movement they control is not free to take place 
is no doubt much more unlikely than with the individual 
system of control. This has been achieved, however, only 
by what must surely be one of the most intricate pieces 
of circuit design and wiring ever carried out in rail- 
way signalling in this country. The complete inter- 
locking of all signals and points for the 230 possible routes 
involved some 60 miles of cable in the signal box alone, 
but has been accommodated within comparatively modest 
dimensions, a specially compact design of relay having 
been developed particularly for this class of work. 

As we observed in an editorial on relay interlocking 


July 1, 193: 


in our issue of March 4 there are now no technical limits 
to achieving almost anything desired in signalling. The 
area of control of one signal box can in theory be extended 
indefinitely, while the most complicated layouts of |; 
and signals can be efficiently interlocked on any of th< 
several known systems of power signalling. Technical 
considerations are not, however, the only ones invol\ 
Cost, convenience of working, and other factors will ine. i- 
tably play a part in deciding the course along which pow «1 
signalling will develop in the future in Great Britain, 
The engineers of the North-Eastern Area of the L.N.E.R. 
will before long possess another new power installati: 
with all-electric lever frame, at Darlington South and 
will thus be able in due course, owing to the similarity 
of the layouts, to make effective comparison between three 
systems of working. It is to be hoped that their experience 
will eventually be made known, as it cannot fail to be 
of great interest and value to railway companies. 


S 








LETTERS TO 


(The Editor is not responsible for 


Tramroad and Tramway 


London, 
June 25 
‘TO THE EpiItor oF THE RaILway GAZETTE 

Sir,—I notice that Mr. J. W. Wells has quoted the Com- 
mercial Road as providing an example of the early use 
of a granite street tramway. Perhaps it is not generally 
realised that this was laid as the alternative to a railway, 
but the account given in “‘ The Railways of Great Britain 
and Ireland '’ (1840) states that this was so, and also clearly 
differentiates between a railway and a tramway as the terms 
were then used. The author, Francis Wishaw, who was an 
experienced civil engineer, said: ‘‘ About sixteen years ago 
we were engaged fer Mr. Walker, engineer to the Com- 
mercial Road Trustees, in preparing plans and sections for 
a railway to be laid down on the present line of road. This 
plan, however, afterwards merged into a granite tramway, 
which is at present in use, from the West India Dock 
entrance to the top of the Commercial Road.”’ 

In a footnote, Wishaw adds that ‘‘ On March 12, 1829, 
Mr. Walker, in the presence of C. H. Turner, Esq., chair- 
man of the road-trustees, and the chairman and deputy- 
chairman of the West India Dock Company, made some ex- 
periments with regard to the proper load for a horse on this 
tramway... . We may here mention rather a curious 
coincidence: Mr. Bidder, one of the engineers of the Black- 
wall Railway, superintended for Mr. Walker the whole of 
the works connected with the stone tramway.”’ 

Yours faithfully, 
HISTORIAN 


In Praise of Clerestories 
91, Oakley Street, S.W.3, 
June 17 
To THE EpItTorR oF THE RalLway GAZETTE 

Str,—May I, in a period when it is out of favour, make 
a plea for the clerestory carriage? 

Let us be honest, and consider why it has gone out of 
fashion. First, it is supposed to be expensive. Secondly, 
in old wooden carriages, it is sometimes leaky. Thirdly, 
the plain curved roof gives greater cubic content to *com- 
partments. Fourthly, the clerestory provides more windows 
to be cleaned. 

On the first count, the clerestory need not be expensive, 
with modern mass-production methods in rolling-stock con- 
struction. On the second, with steel or partly steel con- 
struction, it should not deteriorate under the onslaughts 


THE EDITOR 


the opinions of correspondents) 


of the weather, witness the vast numbers of steel clerestor 

cars in America. On the third, short of air-conditioning 
the very best ventilation without draughts is given by this 
form of roof, and this more than outweighs the small extra 
allowance of headroom in the elliptical roof. On the fourth, 
clerestories may serve for ventilation only, without contain 
ing windows, and if ground-glass windows are provided, 
they have to become very dirty outside before they begin 
to lcok bad from the inside. 

The esthetic value of the clerestory has a strong case, 
and that this is still recognised is evident from the manner 
in which cornices, on certain new streamlined trains and in 
the Brighton electric Pullman cars, are arranged to give 
a clerestory effect. The absolutely plain, elliptical roof at 
present in fashion, far from appearing light and airy, can 
be positively oppressive at times. The present praiseworthy 
practice of placing electric lamps behind the seats rather 
than in the roof rules out the clerestory’s old disadvantage 
f casting deep shadows from its lower decks at night. 

Yours faithfully, 
C. HAMILTON ELLIS 


Railway-matrimoni-acs 


London, 
June 17 
To THE EDITOR OF THE RAILWAY GAZETTE 

S1r,—While I sympathise with ‘‘ Former Six-foot Single,’’ 
I suggest that his bitter experiences are not those of every 
married railway lover. Here is a dialogue, which took place 
last time I took my wife on a Southern Railway excursion 
train. 

Myself: ‘‘ Did you notice what we have on? ”’ 

Wife: ‘‘ 1516. I know I’ve seen it before; I expect it 
was when we went down to Robertsbridge at Easter—yes, 
I’m sure it was at Charing Cross. A lovely 4-4-0 with a 
beautiful brass beading all along the splashers. The paint 
was coming off the brass dome. They must have looked 
lovely when the domes were polished. We must go to 
Holland and see them, there, when you get a few more con- 
nections. Why did they paint them over? ” 

Myself: ‘‘ To reduce running costs and employ fewer 
cleaners, I expect.’’ 

Wife: ‘‘ Beasts! ”’ 

That is quite genuine, and in the possession of such a 
paragonian partner I remain, 

Yours smugly, 
‘5 FT. 9 IN. COUPLED ”’ 
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PUBLICATIONS RECEIVED 


The Suakin-Berber Railway, 1885. 


By R. L. Hill. A reprint from Sudan 
Not and Records. 94 in. x 6} in. 
18 | 3 plates. No price stated.— 
We ve recertly received from Mr. 
Richard Hill of the Sudan Railways a 
reprint in brochure form of the interest- 
ing article on the Suakin-Berber Railway 
which he contributed last year to 
Sud Notes and Records. The line was 
bu for military purposés and was 
never completed, but this extraordinary 
fragment of only 20 miles of track 


provided a story of both railway and 
political interest. Actually, the railway 
mav be reckoned as one of the minor 
incidents of the Anglo-Egyptian cam- 
paign against the Mahdi, but, in the 


words of the author, ‘this incident 
cost the British Treasury close on a 
million pounds. Its merits and follies 
were fiercely debated in Parliament, 


and it was one of the principal causes 
which brought Mr. Gladstone’s Second 
Administration to its fall.’’ The visitor 
to Suakin today will find few traces of 
this remarkable adventure in railway 
construction, excepting a pile of rusted 
metal and the remains of a railway 
embankment, but Mr. Hill states that 
‘an inscription on a rock immortalising 
Pears’ Soap does honour to the British 
workmen who helped to build the line.”’ 
[he whole story is one of heroic failure, 
and Mr. Hill has done a useful work in 
searching out, collating, and making 
readily available the scattered and 
incomplete notes in Government publi- 
cations and contemporary periodicals 
which provide the only source of infor- 
mation regarding a notable military 
railway construction enterprise. 
Modern Locomotives of the 
L.N.E.R., 1938. London: The Loco- 
motive Publishing Co. Ltd., 3, Amen 


Corner, Paternoster Row, E.C.4. 8} in. 

5} in. 48 pp. and table.  Illus- 
trated. Price 1s.-The second largest 
of the four British grouped railway 
systems, the L.N.E.R., with its total 
route mileage of 6,590, owned 6,576 


locomotives at the end of 1937, com- 
pared with 7,392 at the beginning of 


1923 Just how far the number of 
engine types has been reduced; and 
how standardisation involving fewer, 


but eminently more up-to-date designs 
to cover the bulk of service require- 
ments, has been introduced, is amply 
illustrated in this new booklet, a worthy 
successor to ‘‘ Locomotives of the 
L.N.E.R., Past and Present,’ and, like 
that publication, issued with the autho- 
rity of the L.N.E.R. All the principal 
standard classes, whether purely 
L.N.E.R. or derived from former com- 
panies now part of the L.N.E.R. group, 
are illustrated in photogravure, and 
quite a number of the illustrations are 
from the work of railway photographers 
familiar to readers of THE RAILWAY 
GAZETTE, and of our associated publica- 
tion The Railway Magazine. Notes on 
each class of engine are given, besides 
some details of the fastest train ser- 


vices ; and the dimensional particulars 
concerning the locomotives are further 
elaborated in the table of principal 
classes at the end of the booklet. The 
growing stud of L.N.E.R named loco- 
motives, with their corresponding num- 
bers grouped in separate classes, occupies 
five pages of the booklet. 

The Electrician Annual Tables of 
Electricity Undertakings, 1938-39. 
London: Benn Brothers Limited, Bou- 
verie House, Fleet Street, E.C.4. 12 in. 

93 in. 220 pp. Limp cloth covers. 
Price 10s. net.—The 1938-39 
these tables lists in the space of 200 pages 
the principal electric supply under- 
takings of Great Britain, the Dominions 
and Colonies, and certain foreign coun- 
tries. This information is presented 
alphabetically, under towns, and every 
entry shows the number of consumers, 
voltages and system of supply, the 
engineer of the undertaking, and prices 
per kWh., together with brief technical 
descriptions of the generating equip- 
ment. An article, with map, on the 
national grid system as it is today is 
of considerable interest in view of 
possible new legislation regarding control 
of the electrical supply industry. Power 
companies are listed separately in 
alphabetical order of titles, and in this 
section large consumers (with their 
kilowatts) are shown in many cases. 


issue of 


, 


University of Illinois Bulletins.— 
The following bulletins have been issued 
by the Engineering Experiment Station 
of the University of Illinois, Urbana :— 

No. 52, Pressure Losses Resulting 
from Changes in Cross-Sectional Area in 
Air Ducts. By Alonzo P. Kratz and 
Julian R. Fellows. Price 65 cents. 

No. 55, Papers Presented at the Short 
Course in Coal Utilization held at the 
University of Illinois, May 25-27, 1937. 
Price 50 cents. 

Canadian Pacific 
vest-pocket booklet with the title 
“From Clyde-Built Brig to Clyde- 
Built Express ’’ has been issued by the 
Canadian Pacific as a souvenir of the 
company’s display in the Canadian 
pavilion at the Glasgow Empire Exhibi- 
tion. With a number of illustrations 
this sets out the many Canadian Pacific 
land and sea travel and hotel facilities 


Facilities .—A 


which make‘a voyage between this 
country and Canada an _ attractive 
proposition. 


Travel in Belgium and Luxem- 
bourg.—The Office du Tourisme de 
Belgique et du Grand Duché de Luxem- 
bourg, the London address of which is 
99, Regent Street, W.1, has recently 
issued three charmingly-produced book- 
lets inviting holidaymakers to dally in 
these two countries. ‘‘ Belgium by 
Rail,’’ a twin publication to ‘‘ Belgium 
by Road,” suggests a number of itine- 
raries which have been specially designed 
for tourists who wish to spend five, ten, 
fifteen, or thirty days visiting the chief 
tourist districts of Belgium. ‘‘ Travellers’ 
Guide, 1938” lucidly sets out the 
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arrangements for tickets, baggage, seat, 
cabin, and sleeping reservations, the 
frontier formalities, and a hundred-and- 
one other items likely to puzzle the 
inexperienced traveller. 


Lining for Tank Wagons.—A new 
lining and coating material for metal 
surfaces—originally developed for the 
treatment of tanks—is being introduced 
into this country from the U.S.A. by 
Newton, Chambers & Co. Ltd., of 
Thorncliffe, near Sheffield. An illus- 
trated catalogue from the firm announces 
the availability of the material, known 
as Lithcote, and shows various types of 
tanks to which it has been applied. 
These include railway wagons for the 
conveyance of wine, glucose, and acids. 
A Lithcote lining produces a hard glass- 
like surface that is proof against corro- 
sion and solvents. Its extrentely smooth 
and glossy surface makes it easy to 


clean, hot water being usually suffi- 
cient. Lithcote linings have been found 


not to crack, chip, or separate from the 
foundation metal, and to remain in 
excellent first class condition through- 
out the five years they have been in use. 


Diesel Shunting Crane.—We have 
received particulars in an illustrated 
leaflet from Ransomes & Rapier Limited, 
Waterside Iron Works, Ipswich, of a 
10-ton fluid drive diesel shunting crane. 
Whether mounted on a two-axle under- 
frame, or a _ bogie carriage for the 
negotiation of sharp curves, this crane 
is stable without props or outriggers, 
and will hoist, derrick, slew, and travel 
with full load under its own power. 
Two-speed transmission is provided to 
facilitate heavy shunting. Any length or 
type of jib can be fitted. With full load 
of ten tons, the normal hoisting speed 
is 52 ft. a min. The 75-h.p. diesel 
engine drives all the crane machinery 
through a fluid coupling which damps 
out shocks and permits great delicacy 


and accuracy of control. Speed of 
travel with full load can be varied 
from 250 ft. a min. or 130 ft. a min. 


(according to gear in use) to a mere 
crawl with throttle nearly closed. 


Copper Pipe-lines.—The Copper 
Development Association, of Thames 
House, Millbank, London, S.W.1, has 
published a fully illustrated guide to 
the design and installation of copper 
pipe-line services in buildings. This is 
a substantial 116-page publication bound 
in stiff covers, and indexed as compre- 
hensively as a permanent reference 
work of its type demands. Copper pipe- 
lines are considered in their applica- 
tions to water, heating; sanitation, and 
gas services for buildings, and the 
copious working hints for the carrying 
out of such installations are illustrated 
with clear, large-scale diagrams show- 
ing methods of manipulating, fitting, 
and joining the pipes. The process of 
autogenous copper welding is described 
in detail. While primarily a working 
handbook, the sections on design include 
numerous tables showing dimensions 
and weights of copper tubes, in some 
cases in comparison with tubes of other 
materials, 





















When the Australian cricket team 
left King’s Cross for Sheffield at 7.15 
p.m. last Tuesday, the train was hauled 
throughout by the L.N.E.R. stream- 
lined Pacific No. 4491, Commonwealth 
of Australia. This locomotive has just 
passed through the works for its annual 
overhaul and, in honour of this occa- 
sion, the background of the nameplate 
has been painted Coronation red. Mr. 
William Whitelaw, Chairman of the 
L.N.E.R., Sir Ralph L. Wedgwood, 
Chief General Manager, and Sir Nigel 
Gresley, Chief Mechanical Engineer and 
designer of the locomotive, were pre- 


sent at King’s Cross to see the team 
depart. 
« + * 
Sixteen officers of the Baltimore & 
Ohio Railroad were recently asked 


whether they considered women railway 
employees as satisfactory as men from 
certain points of view. The officers 


were unanimous in judging them as 
neat, and as loyal as men; fourteen 


said they were as punctual; and twelve 
voted them as quick. On the question 


of thoroughness, eight officers said 
‘*ves,’’ four said ‘‘ no,’’ and the 
cautious remainder replied ‘‘ some- 
times.”’ 

+ * + 


‘‘ May I point out ’’—writes a corre- 
spondent to The Times—‘‘ that the 
ordinary mortal, to whom a journey in 
the cab of a G.W.R. locomotive must 
remain an unfulfilled wish, may study 
the working of this safety device (7.é., 
the company’s A.T.C. system) by 
taking a journey in one of the stream- 
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lined diesel cars? Here 
the warnings are audible 
to the passengers as well 
as to the driver, and the 
relation of the warnings 
to the position of the 
signals can best’ be 
observed when the car 
is travelling so that 
passengers have a clear 
view of the oncoming 
track.’’ 
* * * 


THE L.N.E.R. AND 
HADRIAN ’S WALL 

The L.N.E.R. has 
given a piece of land at 
Poltrossburn,  Gilsland, 
to the nation in connec- 
tion with the excava- 
tions of the Milecastle on 
Wall, which H.M. 
Works is to undertake under the 
Ancient Monuments Acts. The _ re- 
mains of this castle were excavated 
under the auspices of the Cumberland 


Hadrian’s 
Office of 


and Westmorland Antiquarian and 
Archaeological Society in 1909, but 


were filled in again. The site will 
be easily reached from the station, as 
the railway company has also dedi- 
cated right of way over part of its 
land so that there should be a public 
footpath giving access to the _ ex- 
cavations. 
x * oa 

The Atlantic Coast Line celebrated 
its 108th birthday on February 10, 1938. 
In 1830 a charter was granted by the 
General Assembly of Virginia for the 
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Origin of Streamline 


From Hippo to Huet 


construction of a railroad from Peters 
burg ‘“‘ to some convenient point on 
the North Carolina line.’’ ‘When con 
pleted in 1833, the railroad ran from 
Petersburg to a point near Weldon, 
North Carolina, a distance of 59 miles 
Today the company operates 5,105 
miles of track, traversing six State: 


* * * 


SAME BISHOP: SAME G.W.R. 

Towards the end of 1908—almost 
thirty years ago—the Bishop of Lon 
don, at a prize distribution to the girls 
of Truro High School, said: ‘‘ I shall 
go back to London and say that 
although Truro is so far from the 
Metropolis, your fast Cornish train (the 
Cornish Riviera) seems to make it 
almost a suburb of London.’’ 








One Hundred Years Ago 


Extracts from the July, 1838, 


issue 


of “The Railway 


Magazine ” 


(afterwards ‘** Herapath’s Railway Journal’’) and the oldest constituent of 
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Great Western Railway.—An effort 
was made, June 2, by the Eton School 
to obtain an injunction to restrain this 
company from taking up or setting 
down passengers at Slough, but was 
dismissed with costs. We suppose the 
masters were afraid their young rogues 
might slip away from propria que mari 
bus on any threatened contact with the 
birch. 

Glasgow, Paisley & Greenock Rail- 
way.—The ceremony of laying the 
foundation stone of this line took place 
on June 15, in conjunction with the 
Shaws Water Cotton Mill. 


Manchester & Bolton Railway.—On 
May 29 this line was opened to the 
public for the regular transit of pas- 
sengers and parcels. Contrary to the 
custom on the Liverpool & Manchester, 
the Grand Junction, London & Bir- 


mingham, and other lines, the rule of 


travelling on this railway is reversed. 


[he trains take the right side rail; 
those from Manchester going on the 
east, and those from Bolton on the 


side of the line. There are six 
engines now on the line, and four more 
are in progress towards completion, 
making the total stock ten. The com- 
pany have fifteen first-class carriages, 
which are very beautiful and commo- 
dious vehicles; twenty-two second-class, 
which are as much close carriages as 
those of the first class, the only distinc- 
tion being in the absence of cushions, 
linings, and embellishments. 


west 


Newcastle & Carlisle Railway.—The 
final opening of the whole line of this 
railway took place on the anniversary 
of the battle of Waterloo. From New- 
castle to the canal basin at Carlisle, by 
the railway, is 61 miles. Eleven trains 
opened the line, taking between 3,000 
and 4,000 passengers; and previous to 





starting the procession reached nearly 
half a mile, but when in motion nearer 
a mile and a half. 


Railway Speed.—The Sun engine, 
which brought down the seven o'clock 
train from Manchester, on Friday 
night, June 14, accomplished the dis 
tance ‘81 1iles frem the mouth of the 
tunnel) in the short space of 41 
minutes. This is at the rate of 45 
m.p.h.—From the “‘ Liverpool Times.” 

London & Southampton Railway.— 
The number of passengers taken on 
this railway in the twenty-eight days 
from May 21 (the day of its opening) 
to June 18, was 29,127, being an 
average of 1,040 per day. Of these, 
only 5,097 went during the first week. 
The regular traffic is increasing daily. 


Railroad.—French 


Versailles land- 
owners are decent fac-similes of the 
English. One of them on this line 


asked 18,000 francs an acre for a por- 
ticn of his kitchen garden, and 1,000 
francs for an asparagus bed upon it. 


He was offered 12,000 francs, which 
being refused, a jury gave 10,000 


francs for his ground, and 50 francs for 
his asparagus bed. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


BRAZIL 


Review of the Position of the 


Railways 

The Report on Economic and Com- 
mercial Conditions in Brazil issued by 
the Department of Overseas Trade 
un date October 15, 1937, states 
that although the traffic receipts of the 
more important systems, including the 
Central Railway, have increased during 
the past few years—due to freight and 
passenger tariff revision and the greater 


volume of agricultural and industrial 
produce trausported—the improvement 


in revenue has not offset the rise in 
operating costs caused by higher wages, 


social legislation, and the higher prices 
of imported materials of every descrip- 
tion resulting from the depreciation of 
the milreis 

Of the four railways operated by 
British companies, only one, the Sao 
Paulo, showed a satisfactory balance 
sheet in 1936. The Leopoldina Railway 
and the Great Western of Brazil were 
so hard pressed that the Federal 
Government was approached for finan- 
cial assistance in the form of a loan. 
The Sao Paulo Railway has a virtual 
monopoly of rail transport from the 
interior of the State of that name to 
the port of Santos, but the Sorocabana 
Railway’s new line from Mayrink will 
provide a new outlet to the coast. This 
line was inaugurated on December 3, 
1937, and was opened for goods traffic 
six days later. Provision has been 
made for double track if necessary, as 
well as electrification if desired. 

The report goes on to say that only 
294 km. of line had been added to the 
existing network during 1936. In a 
presidential message, however, de- 
livered at the opening of Congress on 
May 3, 1937, nearly 1,000 km. of line 
in all were said to have been con- 
structed entirely without the aid of 
foreign capital. 

Shortage of Wagons 

Under the head of ‘‘ Manganese and 
Iron Ore,’’ the report refers to the 
colossal deposits of iron ore in Brazil, 
the reserves of which, it is said, amount to 
something like 1,764,000,000 tons. The 
principal obstacle in the way of export- 
ing these minerals, according to the 
report, is the shortage of rolling stock 
on the railways. Some idea of this 
shortage may be gained from the fact 
that in a recent speech made by the 
General Manager of the Central Rail- 
way he declared that requests had 
reached him for the transportation of 
six million tons of ore, but only with 
the greatest difficulty could arrange- 
ments be made for the conveyance of 
400,000 tons. 

Under the head of ‘“ Treaties,’’ the 
report describes the agreement signed 
between Brazil and Bolivia in Novem- 
ber, 1936, in accordance with which it 


is intended to link the two countries 
by a railway, with a view to facili- 
tating the export of Bolivian petroleum 
and other products via Santos. [This 
was recorded in our issue of May 27 last 


—Ep. R. G.} 


BRITISH GUIANA 


Brief Description of the Government 
Railways and Steamers 

The Government Railways as now 

constituted consist of two detached sec- 

tions of line separated by the River 


Demerara, at the mcouth of which 
Georgetown, the capital and _head- 


quarters, is situated. The town is on 
the east bank, and from it runs the 
East Coast 4-ft. 8}-in. gauge section, 
paralleling the coast as far as Blair- 
mont on the estuary of the River 
Berbice opposite New Amsterdam, a 
distance of 603 miles. In the East 
Coast line is incorporated the Demerara 
Railway, connecting Georgetown with 
Mahaica. Ferries connect this section 
with New Amsterdam at its eastern ex- 
tremity, and with the 3-ft.  6-in. 
Western Section running from the west 
bank of the River Demerara some 124 
miles to Philadelphia on the east bank 
of the great River Essequibo, as the 
map below shows. 

The two sections of railway are ad- 
ministered jointly with extensive 
steamer and road transport services, 
by a Board of Commissioners and 
General Manager. There are 12 stan- 
dard and 4 narrow gauge locomotives, 
48 coaching vehicles, and 276 goods 
vehicles, as well as 16 steamers or 
motor vessels and launches, and 32 
road motor’ vehicles. (See also 
editorial article on page 5.) 


ARGENTINA 


Cordoba Central Purchase, and 
Co-ordination Measures 

The Transport Committee of the 
Chamber of Deputies is reported to be 
in favour of recommending the pur- 
chase of the Cordoba Central Railway 
by the Government, but before 
announcing this fact, it has decided to 
make an immediate and complete in- 
spection of the property. 

There is nothing new to report con- 
cerning the general co-ordination of 
transport scheme, but with regard to 
Buenos Aires city co-ordination of 
transport, the City Council—which is 
partly new and has a new Lord Mayor 
has passed a resolution declaring the 
Law to be unconstitutional. Other 
matters in dispute are the assessments 
of the Anglo-Argentine Tramways, 
the Lacroze Tramway and_ the 
C.H.A.D.O.P.Y.E. Company, and the 
interest the Corporation is authorised 
to earn. As the latter is reported to be 
high, co-ordination is unpopular with 
the public, which realises that cost of 
passenger transport will have to be 
correspondingly high. 





MEXICO 


Workers’ Control 


After the public meeting at the 
Fine Arts Palace on April 29, when the 


Board of Directors and _ General 
Manager, elected from among their 
number by the employees of the 
Mexican National Railways, were 


formerly given their appointments by 
the representatives of the Government, 
a second meeting was held, on April 
30, in the Bolivar Building, when the 
retiring General Manager, Engineer 
Madrazo and his heads of departments 
formally handed over charge to the 
new administration. The ceremony 
terminated with the legal delivery of 
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the property and interests represented 
by the National Railways, to the em- 
ployees in the person of their General 
Manager and _ directors. Sr. Sal- 
vador J. Romero, the new General 
Manager, replying to the speech of the 


retiring manager, said that although 
they were taking over the railways 


at a time of crisis and in a state of 
insolvency, the Government and the 
public might rely with all confidence 
on the employees, who were now all 
personally and individually interested 
in the prosperity of the system. He 
was confident of being able, by the 
co-operative effort of the staff, to build 
up an efficient and self-supporting 
public service. 


CANADA 


Probable Closing of Northern 
Section of the T. & N.O.R. 

The section of the Temiskaming & 
Northern Ontario Railway north of 
Abitibi Canyon may be abandoned, 
and a report on the need of that sec- 
tion of line has been ordered. Main- 
tenance costs in sleepers alone be- 
tween Cochrane and Moosonee, the 
northern salt-water terminus on the 
Hudson Bay coast, are estimated at 
$150,000 a year for the next five years, 
according to a report received by the 
Government. As a result of this re- 
port, the Departments of Mines, Lands 
and Forests and Agriculture have been 
asked to make a survey of the poten 
tial value of the far northern section 
of railway. Action will rest upon the 
results of the survey. 


NEW ZEALAND 


Main Trunk Line Improvements 

In one of his recent monthly messages 
published in the New Zealand Railways 
Magazine, Mr. G. H. Mackley, General 
Manager of the Government Railways, 
refers to a journey made by him in the 


railcar Avai-Te-Uru from Auckland to 


Wellington. Although the 426 miles 
between those cities were covered in 
9 hr. 25 min.—averaging over 45 
m.p.h. throughout there were no 


fewer than 19 speed restrictions, some 
of them as low as 6 m.p.h., or one 
every 22 miles on the average. These 
restrictions were due to several over- 
and under-bridges under construction 
in replacement of level crossings, to re 
pairs to structures, and to track im- 
provements at a number of points. The 
completion of the largest work, the 


doubling of the Papakura Negarua 
wahia leneth of the Auckland—Frank 
ton section has become particularly 
pressing, as this 87-mile stretch now 


carries 4,000,000 gross tons per mile of 
track per annum, a figure 33 per cent. 
higher than the average carried between 
1931-34. and 700,000 tons higher than 
in the previous record year, 1929-30. 
[wo other lengths Plimmerton—Paeka- 
kariki and Kakariki—Greatford are also 


being doubled. Very great improve- 
ments are, therefore, being effected 
throughout the North Island main 
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trunk line at the present time, and, 
though some late running is tempor- 
arily inevitable, the future benefits will 
be immense, and will go far to remove 
the difficulties of working heavy traffic 
over a single line with grades and 
curves probably as severe as are to be 
found on any other main line in the 
world. 


INDIA 


‘* Smalls ’’ Sorting Vans, 
B.B. & C.I1.R. 


In order to speed up “ smalls ”’ 
traffic on the B.B. & C.I.R., a new 
system has now _ been _ introduced 


whereby the former method of transit 
road vans and transhipment at plat- 
forms at selected transhipment stations 
has been replaced by the running of 
sectional vans on van goods trains in 
which a travelling staff sorts and re- 
distributes or repacks packages en 
voute. This innovation has secured a 
saving of time on comparatively short- 
distance smalls of about 24 hr., and 
on longer distances the transit time is 
only one third of what it formerly 
was. 


CEYLON 


Miscellaneous Notes 

As a measure of economy, it is pro- 
posed to appoint Class 3 station clerks, 
if fully qualified, to do Class 2 men’s 
work; this is as an alternative to clos- 
ing stations. Certain members of the 
clerical staff are being found jobs in 
other Government Departments. 

The Colombo Divisional Control 
Office is to be converted into a Central 
Control Office for the whole system; 
the District or Divisional Controls will 
then cease to function. As this will be 
a costly development, it will be carried 
out in stages. 

It has been decided that in the re- 
cruitment of Ceylonese Civil Engineers 
for the Government Railway, candi- 
dates who have passed the first two 
parts of the Associate Membership 
examination of the Institution of Civil 
Engineers, or who have obtained 
exemption therefrom, shall be selected, 
and be required to pass a written and 
oral examination in engineering sub- 
jects held both in Ceylon and in Eng- 
land. 

[The Executive Committee of Com- 
munications has under consideration a 
for introducing a fleet of re- 
frigerator vans. Small orders are likely 
to be placed, in the first instance, 
through the Crown Agents for the vans, 
vad if the experience gained with these 


scheme 


vehicles proves. satisfactory, larger 
orders will follow 
GERMANY 
Tariff and Timetable 
Announcements 
Tariffs in Austria have now been 


adjusted to correspond with those of 
the rest of the German Reich, a 
measure entailing a considerable re- 
duction in rates, particularly for local 
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traffic. The surcharges hitherto in 
force for the so-called mountain trains. 
which in some cases have amount 
to 40 per cent., have been abolish 
except in the case of a very 
routes. 
Mitropa supplements for the Colog 
—Wurzburg—Vienna sleeping car se 
vices are now RM. 29, and RM. 14-50 
for first and second class respectively. 


PORTUGAL 


Increase in Tariffs 


The Law No. 1965 dated March :8 
last and published in the Diario 
Governo of March 19, enables th 
Government to authorise the railw 
companies to collect on their tariffs 
surcharge not exceeding 10 per cent 
during such time as the increase sub 
sists in the prices of coal and metal: 
relatively to the cost of those materials 
in 1936. Wheat and flour are excepted 
from the application of the surcharge. 
In no case shall the addition continu: 
to be collected after September 30 
1938, and it shall cease on July 31, if 
by that date the companies have not 
presented for official approval a revi 
sion of their general tariffs. The Gazeta 
dos Gaminhos de Ferro, referring to 
this new law under the title “‘ partu 
yviunt montes says it represents 
a very disappointing result of the de 
liberations of the National Assembly: 
it will satisfy nobody and will have no 
effect on the problem. It does not 
appear that the position of the railways 
has been considered, but apart from 
this, surely the best interests of the 
nation demand cheap and_ efiicient 
transport. With the railway companies 
in their present critical position, the 
renewals necessary for modernisation 
are out of the question, nor can acceler 
ated and commodious services be 
offered to the public. The new law 
refers to the revision of the general 
tariffs, but makes no reference to the 
special tariffs and conditions of appli- 
cation, which are still under considera- 
tion by a special commission, and sub- 
ject to governmental decision. The prob- 
lem in its general aspect, as fully re- 


viewed in THE Rattway Gazette of 
April 22 last, continues to inspire 
anxiety, as the conditions then de- 


scribed have since become even more 
aggravated. It is felt generally that 
the new law has done nothing to re- 
lieve the anxiety. 


SWEDEN 


Bridge Threatened by Log Jam 


The heaviest floods on record in 
Northern Sweden have been responsible 
for bringing thousands of logs down 
the Ume_ River. These became 
jammed against the piers of a railway 
bridge constructed 47 years ago, and 
it was feared that it would be unable 
to withstand the enormous pressure 
upon it. As, however, it has so far 
stood up to the task, and as the floods 
are subsiding, it is hoped that the 
danger may be past. 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


A Bus Shelter Built on Mud 


TH erection of bus shelters in various parts of the 
ountry has involved the solution of more than one 
constructional problem, and among the most un- 
| is that which confronted the architects of the London 
P nger Transport Board in connection with the new 
ter at Cyprus Place, Manor Way, East Ham. When 
vation work on the proposed site was begun it was 
found that the shelter would have as its foundations 50 ft. 
of Thames mud. For this reason the shelter has been 
made entirely of concrete, and is the first of its kind. 
The back wall projects in one piece over the pavement 
in the form of an arched cantilever; the shelter is 56 ft. 
long, and the ‘‘ roof ’’ gives an overhang of 7} ft. The 
tual surface of the land is some 18 in. of what is known 
as ‘‘ made-up ground,’’ that is, refuse, broken bricks, coal 
dust, &c., which have been dumped there. Between this 
ind the mud beneath is four or five feet of soft clay. The 
mud is almost liquid, and an engineer who went to test 
the ground reported that he could have gone on pushing 
a pole into it with one hand indefinitely. Driving piles 
into this slime would have been prohibitively expensive, 
and the only practicable course was to make something 
to sit on top of it. Underneath, the shelter has ‘‘ claws ”’ 
to keep it steady, but these do not prevent it from moving 
up and down very slightly whenever people get off and 
on. The movement is imperceptible, however, as it is only 
1 quarter of an inch at the most. 


rea 


Containers in Italy 


A DAY was set apart during the International Container 
*” Week in Brussels (this year from June 13-17) for 
demonstrations of methods of handling containers. This 
is a problem which has led to the development of novel 
devices by administrations dealing with a large volume 
of such traffic, and a contribution from Germany is 
described on page 19 this week. Italy, since the for- 
mation of the Italian Containers Company in 1932, has 
used containers weighing approximately 10 cwt. and up- 
wards, and, as comparatively few stations possessed cranes 
to deal with containers of this size when loaded, goods 


yards were provided with electric trucks possessing 
elevating platforms. The Italian Containers Company 


was bought in 1934 by the Italian State Railways. Two 
years later the railways began to build containers of their 
At that time they possessed 254 containers acquired 
from the company, of which 152 were refrigerated for 
the conveyance of perishables. All but three of these 
containers had a steel framework and wooden walls; the 
three exceptions were all-steel, having a welded frame on 
to which the sheet steel walls were riveted. It is the latter 
type which the railway administration has selected as 
standard for its own construction. The building pro- 
gramme for 1936 provided in all for 225 containers, of 
which 125 were of large sizes for loads of from approxi- 
mately 12 to 4 tons; and the remainder were 100 small 
containers with a maximum load of about one ton. 
Handling is performed by the electric trucks already men- 


own. 


tioned, and the containers are now made with slots in 
the underside corresponding with projections on the 
clevating platforms of these trucks. Transport between 
railway station and client is performed by 16-h.p. tractors 
hauling rubber-tyred trailers, also with elevating plat- 
forms. To load a container on to a trailer, it is raised to 
the required height by a portable hydraulic jack and 
held up by four special ‘‘ legs’’ while the trailer is 
backed beneath it and its platform adjusted to take the 
load. 


Road Transport in Brazil 


HE Report on Economic and Commercial Conditions 
in Brazil, issued by the Department of Overseas Trade 
and dated October 15, 1937, states that no accurate statis- 
tics of the length and different types of roads in Brazil 
have ever been published, although it is officially esti- 
mated that there are approximately 125,000 km. of high- 
way in the country, of which only about 1,500 km. are 
surfaced. Allocations in the 19386 budget amounted to 
16,000 contos of reis, principally for maintenance of 
existing Government roads, but a further sum of 3,000 
contos was also budgeted for for construction. As a result 
of the Road Congress held in Rio de Janeiro in Novem- 
ber, 1936, a Law was passed on July 31, 1937, trans- 
forming the Commission of Federal Highways into the 
National Department of Highways, as an autonomous 
organ under the Ministry for Transport and Public Works. 
The report affords no information as to the number and 
class of motor vehicles using the roads, but gives the 
numbers of vehicles imported into Brazil in recent years 
as follow: — 
Motorcars Motor lorries 
1934 1935 1936 1934 1935 1936 


Total imports ™. 7,766 9,629 9940 7,407 7,892 9,001 
United Kingdom .. 51 20 21 129 107 124 
U.S.A : .. 7,586 9,047 8,770 7,054 7,564 8,629 
Germany .. , 241 442 1,098 60 172 173 
Other countries 19 24 43 156 127 96 


These figures, contained in Appendix VI to the report, 
are quite sufficient to give an idea of the traffic on the 
roads and the effect on railway business in Brazil. 


Evolution of the Bus Seat 


A REPORT made recently to the London Passenger 

Transport Board emphasises the increasing attention 
that has been paid in the last six or seven years to the 
problem of devising the most comfortable, enduring, and 
light bus seat, capable of easy erection, cleaning, and dis- 
mantling at a low cost. The earliest motorbus seat was 
an all-wooden adaptation of the horse bus seat. Top 
decks of double-deck vehicles were exposed and several 
experimental designs were made in an effort to keep the 
seats dry. One seat had a roller blind type of apron, 
and another type was a double-sided seat that could be 
reversed when one side became wet, but neither of these 
designs was adopted. Attempts at comfort included 
mounting the seat on springs to reduce the shocks. With 
the introduction of covered-top double-deck buses in 1925 
upholstered seats were first used on the upper deck, and 
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since that time the seating has gradually become com- 
paratively luxurious. In the early “‘LT’’ and “ST” 
types the chairs incorporated a very deep and heavy 
spring-filled seat. The frame was of wood and each double 
chair weighed approximately 60 lb. Every effort was 
taken to devise a satisfactory spring filling, even to the 
extent of constructing a ‘‘ sitting machine.’’ This 
apparatus reproduced mechanically the effect of two pas- 
sengers seated side by side, alternately loading the seat 
at either end, thus occasioning the worst possible dis- 
tortion of the springs, and in 24 hours a fatigue test could 
be given corresponding to about 12 months of service. In 
consequence of the results shown by this machine, manu- 
facturers were persuaded to make a number of changes 
of design of springs. The introduction of rubber filling 
was an important step forward as it enabled the board’s 
staff to devise a set of upholstery which could be fitted 
and removed in one piece; this was patented and intro- 
duced in 1933. About this time the question of weight 
Was investigated, and, after unsuccessful experiments with 
aeroplane seats, a tubular metal chair was designed to 
which the upholstery is fitted in two parts. The seat 
is secured by clips and the back springs into position. 
[his is the type of seat now in use; it weighs complete 
32 lb. The improved seating has increased substantially 
the first cost of equipping the interior of a bus and the 
set of chairs now fitted to a 56-seat bus costs as much 
as the complete ‘‘B’’ type bus body that was in use 
before the war. The process of evolution has necessitated 
many detail experiments at the board’s bus works at 
Chiswick. A fully adjustable seat frame was constructed 
that may be adjusted to practically any combination of 
angle, depth, and profile, and on this frame standard 
designs were arrived at. Although vacuum cleaning en- 
sures that all dust is removed at the end of the day, it is 
hoped to manufacture a material that is almost impervious 
to dust, and so far the tests are encouraging. 


Engine Position 


[\ the earliest motorcars the engine occupied a variety 

of positions but the unreliability of the power unit 
made accessibility of paramount importance, and soon 
the favoured position was under a bonnet in a forward 
extension of the vehicle where it could be given attention 
by the engineer in charge without any disturbance to 
seated passengers. The placing of the engine forward, 
and away from the utility part of the vehicle, was almost 
universal practice for many years and, leaving on one 
side the question of accessibility, this position certainly had 
much to recommend it. Front wheel steering, safer for 
obvious reasons than rear wheel steering, made rear wheel 
propulsion practicaliy inevitable, at the time; and the 
need for flexibility in the transmission to accommodate 
axle movements on an uneven road made the full length 
of the vehicle none too great to accommodate the driving 
chains, or the cardan shaft, or whatever was the preferred 
mode of connection. In a few words, those cars having 
the engine well forward showed themselves to be better 
proportioned mechanically than the others, and their suc- 
cess caused them to be imitated in a short while by every- 
body. For the modern bus, with its body extending along 
as much of the chassis as possible, the forward position 
of the engine leaves much to be desired, as the need for 
accommodating the transmission under the body deter- 
mines the height of the floor irrespective of all other con- 
siderations. If the engine is mounted to one side the 
transmission can be carried under longitudinal seats, and 
in such designs as the A.E.C. ‘‘Q”’ type a low floor 
level has been achieved by this sideways displacement 
of the propelling machinery, but the resulting want of 


symmetry has its drawbacks in the body as well as in 
the chassis, and the arrangement has not found universal 
favour. In one unusual layout the designer has gained 
a perfectly free hand with the body by adopting front- 
wheel drive. A_ particularly compact traction uni: is 
formed by having the mechanism in front, a unit which 
readily can be withdrawn as a whole when needing re- 
placement. The drive to swivelling wheels has been made 
possible in recent years by the development of improved 
universal joints. An engine at the rear to give rear wheel 
propulsion can offer the same freedom in body planning 
as the front-end unit, but here the mechanism for provic ing 
the drive can be a little simpler due to the absence of 
wheel swivelling. An example of this particular arranze- 
ment, which has recently been adopted for one-man- 
operated London Transport buses, is described elsewilicre 
in this issue. 


The French Highway System 


FRANCE has for many years possessed the most highly- 

developed highway system in the world as regards 
proportion of length of roads to area, and its total of some 
350,000 km. (403,900 miles) gives a length of 75 miles 
per 39 sq. miles. The 4,000 km. (2,485 miles) of great 
military roads built by the Romans constituted the initial 
basis of the French road system. The next important 
landmark in French highway history was the creation by 
Henry IV of the office of Grand Voyer de France (Chief 
Surveyor of French Roads), followed by the Edict of 
1607, which still forms the basis of the laws governing 
the alignment of the streets. It was in the eighteenth 
century that France created a highway system worthy of 
the name, and there were 40,000 km. (24,850 miles) of 
main roads at the fall of the monarchy. To meet the 
heavy costs involved, the two main systems used were 
the levying of tolls and the employment of forced labour 
(corvée). At the revolution the abolition of tolls was 
proclaimed by the Law of July 17, 1793, and became 
effective in 1810, except on bridges. As regards the 
latter, the policy of redemption of tolls was adopted by 
the Law of July 30, 1880, and was carried out between 
1880 and 1889 for bridges on National Highways. For 
the redemption of toll bridges on departmental and district 
roads, the State granted advances to departments and 
communes, and no new toll bridges may be built on 
departmental roads. 

The opening of the Ecole des Ponts et Chaussées, in 
the reign of Louis XV, established in France a sound 
highway policy and the maintenance of a regular corps 
of engineers. Under Napoleon I, the status of the 
Imperial and departmental roads was regulated by the 
Decree of December 16, 1811, whereby the costs were 
divided between the State budget and the departments. 
Subsequently the Imperial roads came to be known as 
Royal roads, and later as National Highways in France, 
and as Colonial roads in possessions overseas. This work 
was completed under the Restoration, as regards district 
roads, by the Law of July 28, 1824, but the organisation 
of the French district road system on lines which are 
still largely in force today was due to the Law of May 21, 


1836. The status of rural roads was determined by the 
Law of August 20, 1881. Thus, little by little, France 
has built up an extensive system of good roads. The 


war, however, brought about the destruction of a part 
of the road system and resulted in considerable main- 
tenance difficulties as regards the rest. In 1920, the 
French Parliament took the situation in hand, and in- 
creased credits were voted for reconstruction. This was 
progressively speeded up and, in 1929, the sums allocated 
to the National Highways were four times as large as in 
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1913. The Budget Law of April 16, 1930, provided for 
the bling of the total length of the National High- 
wal stem, then 40,000 km. (24,850 miles). The work 
was ‘un in October, 1930, and, by January 1, 1932, 
a further 40,000 km. (24,850 miles)—originally district or 
depa ental roads—had been incorporated in_ the 
National Highway system. Under this law, the share of 


he communes in the maintenance of main district roads 


ne 

wo ids of more than local importance was considerably 
red The object of this reclassification was to effect 
4 substantial decrease in the expenditures of certain 
det nents and especially in those of the communes, 
an make the State responsible for the main structure 
of the road system. Standard widths of road are being 
adopted, new roads built, and extensive improvement 
works undertaken; so that, apart from delays due to 


political and financial difficulties, there is every possibility 
! France will continue to occupy the important place 
hway development which might be expected of the 

modern country to establish a system of national 


Air Raid “ Blackout” in Berlin 


THe attention which is being paid at the present time 

to A.R.P. methods makes of topical interest the special 
measures taken by Berlin Transport during the “ black- 
out ’’ exercises in Berlin from September 20 to 23, which 
were described recently by the Traffic Manager, Herr 
Heuer, in Die Verkzhrstechnik. At the suggestion of 
Councillor Engel certain buses and trams were fitted with 
the necessary equipment some days before, and run 
on some of the suburban routes while aeroplane ob- 


servers watched them at different heights and _ pro- 
nounced the arrangements to be satisfactory. In 


tramcars fitted with ordinary socket lamps the latter were 
covered by black card cylinders with asbestos lining and 
a blue screen over a small hole at the outer end. Driver 
and conductor were given pocket hand lamps with under- 
run bulbs. In certain cars having the lamps under bowl 
fittings, the bowls were covered with a dark cloth material. 
External lighting was switched out completely, and under- 
run battery handlamps were used as head and tail signals. 
The better way would have been to affix suitable screens 
to the lamp casings, but as it was impossible to switch 
off other outside lighting, such as that in destination in- 
dicators, and leave the head and tail lamps in circuit 
without expensive alterations to the car wiring, the above 
arrangement was selected. In the buses the inner lamps 
were screened blue and the outside extinguished, except 
head and tail lamps, which were covered with sheet metal 
screens having very narrow slits in them. Thirty new 
buses have special ‘‘ air-raid switches,’’ which allow of 
changing at once from full to reduced lighting. On the 
elevated railway the cars had the lamp bowls covered 
with dark cloth and the head and tail lamps masked with 
slotted screens, similar to those used on the buses. Any 
other lighting ordinarily visible externally was switched 
covered over with dark screens. At the stations 
all lights, save those of some directing signs, were ex- 
tinguished, the latter being screened down considerably. 
Station and destination names were called out by the staff. 
Platform edges and the first and last steps on staircases 
were chalked white. At one or two stations, however, 
experiments were made with special screens and shades 
on the platform lamps which were left in circuit, and it 
was found that it was possible to light the platforms 
sufficiently without any light escaping sideways or up- 
wards. In places where work had to be carried out— 
such as booking offices—lights were heavily screened so 
as not to show outside. In the shops and sheds almost 


} 


all lights were cut out, but those in the trains, altered as 


out or 
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above explained, left on. As far as possible, however, 
night work was stopped for the three days. As was ex- 
pected, there was much less traffic during the “ black- 
out ’’ period and services were in consequence reduced to 
suit. Costs are stated to have been about 10 RM. per 
tram, 8 RM. per bus, and 7 RM. per elevated railway car. 








LETTERS TO THE EDITOR 


(The Edstor is not responsible for the opinions of corres>ond-nts 





Dunlop Memories 


Chesterfield Road, 
Eastbourne, June 18 
To THE Epitor OF THE RAILWAy GAZETTE 

Sir,—The statement was made the other day that my 
father, J. B. Dunlop, offered the sole rights of his pneumatic 
tyre to a Coventry firm for £500, and I am sure that the 
recollection is given in complete good faith. There must be, 
however, in this respect at least, a misunderstanding. Fifty 
years is a long time to have to cast one’s memory back, but 
as it happens I have my father’s own comment upon a 
similar rumour made when he was alive. ‘‘ I never offered 
the Dunlop patents directly or indirectly,’’ he ‘“* for 
the reason that the experiments were only completed when 
two gentlemen from Dublin (Bowden and Gillies) begged 
me not to take ‘ it’ to England as I had intended, but 
to keep it in Ireland.”’ 

The further reminiscence that 
a development of a pneumatic horse collar is fantastic. 
My father has written over and over again that he first 
thought of pneumatic tyres for bicycles, tricycles and light- 


‘* Dreghorn,”’ 


says, 


the pneumatic tyre was 


vehicles. Also he was not assisted by anyone in making 
his tyre. He has written: ‘‘I attach great importance 
to the fact that I made and ‘fitted the first pneumatic 


bicycle tyres and that I have had the honour of presenting 
it (front wheel) to the Royal Scottish Museum, Edinburgh, 
where it will never again be represented as being the 
work of another man’s hands.’’ This bicycle ran for over 
3,000 miles. The front wheel was never punctured nor 
removed from the rim during that time. He also made 
and fitted the tyres for each of his experiments. First 
tyred disc, which he tested by rolling along 
his veterinary yard. Then he made tyres for my brother’s 
little tricycle (Johnnie was just 10 years old then). For his 
third experiment he fitted tyres to a larger tricycle—for 
this machine he also built the wheels—and then came the 
first pneumatic tyred bicycle. 

I have not only my memories to go on. I hold state- 
ments from people who were connected with my father in 
the early days and these statements corroborate what I 
have now written. My father presented the pneumatic 
tyre to the world in a singularly perfect form. It is 
natural in this Jubilee year of the invention that anyone 
who knew my father should wish to give their recollections 
of him, but you will appreciate that I for my part am 
eager to put the facts on record. 

Yours faithfully, 
JEAN W. MC.CLINTOCK 


a pneumatic 











MorTorcarR TRAFFIC TO THE CONTINENT.—Last year was a 
record year for the transport of motorcars between this 
country and the Continent, and to prepare for a further 
increase this summer the Southern Railway has arranged 
additional sailings for the Dover-Dunkerque ferry steamers. 
During the period July 16 to August 27, an additional service 
will run on Saturdays, leaving Dover at 11.30 a.m., with a 
corresponding service from Dunkerque leaving the latter port 
at 1.0 p.m. The ss. Autocarriey leaves Dover daily at 10.30 
a.m. for Calais, with a corresponding service from Calais at 
2.15 p.m. There will be additional sailings on Fridays, 
July 29 and August 5 and 12, by this vessel, leaving Dover 
at 10.0 p.m. All the vessels concerned have dining saloons, 
lounges, bars, and bathrooms, as well as private cabins. 
Reduced fares are charged to passengers accompanying Cars. 
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Rail and Road on the Riviera 


(From a correspondent) 


HEKE are probably few regions in Europe in which 
there are more intensive rail and road services than 
in the South of France along the Mediterranean 

coast. Through this thickly-populated region, especially 
Mentone, motorbuses are so frequent as to give the main 
coast road almost the appearance of a city street. The 
d by the principal bus service—Les Rapides du 
Littoral—is apt, in that the ruling speed of the buses on 
the open road is in the neighbourhood of 50 m.p.h. or 
so, and private cars are frequently passed and left behind. 
The tormer P.L.M. Railway, now the South Eastern 
Region of the French National system, replied to this 
competition by placing in service an efficient fleet of 
Bugatti railcars. Between stops these cars travel at 70 
m.p.h., and the larger long-distance cars at still higher 
speeds, so that inter-town times are possible which the 
roads cannot equal. For example, on a journey from 
Cannes to Toulon, the railcar in which we travelled 
covered the 19°9 miles from Cannes to St. ‘Raphael in 
24} min., despite reduced speeds for curves; the 13-5 
miles from Fréjus to Les Arcs in 144 min.; and the 42°5 
miles from Les Arcs to Toulon in 41} min., all start-to- 
stop, with maintained speeds of over 70 m.p.h. up the 
long 1 in 125 grades to Carnoulet, a severe signal check 
through that station, and frequent maxima of 75 and 
76 m.p.h. 

The comfort, smoothness, and safety of these capacious 
cars make them extremely popular. With the high-speed 
52-seater cars such as the one last mentioned, third class 
passengers are charged small supplementary fares—over 
the 78:3 miles from Cannes to Toulon, for example, the 
supplement is fr. 7, which at the present rate of exchange 
is just over 10d.—and comparing the comfortable arm 
chair seating with the Spartan simplicity of the average 
French third class accommodation (though, be it re- 
membered, at the equivalent of 3d. a mile) it is not 
surprising that these Riviera railcar services are well 
patronised. So much so, indeed, that each passenger, on 
taking his ticket, receives a numero d’appel—a pape 
slip bearing a consecutive number—and on the arrival 
of the car the conductor calls out the numbers in sequence 
until the car is full, including the maximum number of 
standing passengers (nominally 12, but often more) that 
is permitted. After this proceeding, very smartly 
conducted, the would-be traveller may be excluded by 
reason of the limited accommodation, but such exclusions 
ire mostly confined to the high season. One of the 
high-speed cars is rostered to maintain connection at 
Marseilles with the midday nine-hour rapide from Paris, 
s9 providing the fastest service of the day from Paris to 
Nice—674} miles in 12 hr. overall—and in this case 
preference is given to passengers off the rapide holding 
through tickets to coastal stations. But most of the 
stopping railcar services, maintained with 44-seat cars, are 
open without supplement or restriction to third class 
passengers. They also do not fail to advertise them- 
selves by reason of the fanfares played by their drivers 
on two-note Klaxon horns, the distinctive and penetrating 
tones of which are clearly heard above all the cacophony 
of the road sounds in these busily-trafficked regions. 

Many privately-owned railways in the Mediterranean 
region, despite the help of electric working, have not 
survived the competition of road coaches. Among these 
are the coastal tramways from Cannes right through to 
Mentone, and the lines from Cagnes to Grasse, Cagnes 


++] amen 
title Carrie 


to Vence, La Vésubie to St. Martin Vésubie, and m 
Mentone to Sospel. The last-mentioned was op ned 
shortly before the war, and its planning called fo1 ne 
notable engineering works, such as the horseshoe \ ict 
of Caramel, a bridge of large span at Monti, a 
tunnel $-mile long under the Col de Chatillon, al of 
which have become derelict in but little more t! a 
quarter-of-a-century. On the other hand, the re 
gauge Chemins de Fer de Provence—which, with 295 
miles of line, is the largest privately-owned syst in 
France—has substituted twin railcars for steam-hauled 


trains almost entirely, thus roughly halving the journey 
times over its principal lines. For example, on the 94-mil 
section between Nice and Digne these units, despit« 
numerable stops and a maximum altitude en route of 
3,330 ft., have reduced the journey time from an average 
of 7 hr. to 3} hr.; and on the Toulon-St. Raphael section 
ot 644 miles, with stops every two miles or less, the 


43 hr. of steam has come down to 2? hr. Over the 
latter, despite road competition, the success of the railcars 
has been sufficient to justify an increase in the frequency 
of their operation. From Nice to Mentone, on the 


P.L.M., sixteen daily trains sufficed to maintain the service 
in 1916; today there are 38 daily trains over the sam 
section eastbound, twelve of them vrapides, thirteen 
‘express ’’ or stopping trains, and thirteen railcars. 








Publications Received 


Holidays by Coach, 1938.—Published for London Coastal 
Coaches Limited, Victoria Coach Station, Buckingham Palace 
Road, London, S.W.1, by H. E. W. Publications Limited, 10, 
President Street, London, E.C.1. 84 in. 54 in. 200 pp 
Fully illustrated. Paper covers. Price Is. net.—Doubtless 
most of our readers are aware of the fact that London Coastal 
Coaches Limited is the central control authority in the 
Metropolis for the services of over 30 motorcoach companies 
(nearly all railway-associated) running to London from 
provincial points. At the present time the scope of the organi- 
sation embraces practically the whole of England and Wales, 
and therefore includes all the principal holiday resorts. This 
guide book gives the customary brief particulars of the various 
holiday resorts, together with advertisements of accommo- 
dation and restaurant facilities. It is generously illustrated 
and well produced, and a particularly valuable feature is the 
comprehensive combined index and fare table. The book is, 
of course, designed to assist in the search for a suitable holiday 
place and to suggest reliable accommodation while there. To 
facilitate this the country has been divided into popular 
holiday areas, and all towns mentioned have been grouped 
accordingly. 

Giant Tyre Maintenance.—An informative booklet for 
the guidance of users of giant pneumatic tyres on heavy 
vehicles has been issued by the Dunlop Rubber Co. Ltd., Fort 
Dunlop, Birmingham An introduction points out the 
importance of the tyre as the final element in the processes of 
transmission and braking, in addition to its more commonly 
considered function as a shock-absorber. Tables of recom- 
mended inflation pressures are appended, and it is emphasised 
that lack of care in this direction actually increases petrol 
consumption by enormously increasing the rolling resistance 
which the engine has to overcome. The booklet is fully 
illustrated, and the section on ‘‘ Care of Tyres in Use ”’ shows 


useful equipment for testing pressures, checking wheel align- 
ment (a fruitful source of tyre casualties if neglected), and for 
vulcanising. 
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Third Annual Report of the Licensing Authorities 


Increasing attention is now being paid to enforcement of 
regulations governing maintenance and operation of vehicles 


\ird annual reports cf the twelve area licensing 
iorities, appointed under the Road and Rail Traffic 


TH 


Act, 1933, cover the period from October 1, 1936, to 
September 30, 1937, which is the third year of the opera- 
tion the licensing system in connection with goods 
mot ehicles. During the twelve months in question 
the consideration of applications for ‘‘ A’’ licences for 
the id currency period in continuation of existing 
licences Was in most cases completed; the ‘‘ B ’’ licences 


issued were generally for the third currency period, and 
the ‘‘C’’ licences issued in 1934 expired. The total 
number of licence holders at June 30, 1937, was 237,601, 
an increase of 22,233 over the number at April 30, 1936, 


but these figures contain a small unascertained element 


of duplication in respect of persons holding licences in two 
or more traffic areas. It is of interest that there were 


, 


marked increases in the number of holders of ‘‘ A ’’ con- 


tract and of ‘‘ C’’ licences as compared with the previous 
period. The latter increase is more apparent than real, 
however, as owing to the requirement that as from Octo- 
ber 1, 1936, all such vehicles should carry a_ vehicle 


identity certificate, an influx of applications was received, 
indicating that the previous year’s total did not accurately 
represent the number of operators using vehicles which 
required to be authorised under ‘‘ C ’’ licences. 

The total number of goods motor vehicles authorised 
and in possession at June 30, 1937, was 507,256, an in- 
crease of 47,240 compared with the number on April 30, 
1936. Probably the most important feature revealed by 
an analysis of these figures is that the number of vehicles 
“C”’ licences was 362,380, or 71 per cent. 
of the total. The railway companies owned 9,634, or 11 
per cent. of the motor vehicles authorised on ‘‘ A ’’ licences 
including contract licences) and altogether they owned 
9,709 of the total vehicles. 

\ study of the reports reveals that, apart from a marked 
revival in trade, the twelve months have been devoid of 
ny outstanding development in the road haulage industry. 
It is also clear that, while there has been a reduction 
in the number of objections lodged against applications 
for renewal of licences, objections against applications fo1 
the grant of new licences, or for additional vehicles, have 
been much more vigorously pursued, an attitude which 
has by no means been confined to the railway companies. 
Apart from this aspect of their work, the freedom from 
any important developments in the industry has enabled 
the authorities to devote more attention to the enforcement 
f the various statutory provisions governing the main- 
tenance of vehicles, driving in excess of permitted hours, 
the keeping of current records, the driving of heavy goods 

ries by unlicensed persons, and so on. 


1uthorised on 


Maintenance of Vehicles 
Generally speaking, the authorities agree that the stan- 
of maintenance of heavy goods vehicles is steadily 


improving. In the case of those below 24 tons unladen 
weight, however, particularly those operated under ‘* C ”’ 
lic ;, the position is generally unsatisfactory, and there 

ins considerable room for improvement. This, it is 


suggested, is probably due to the tendency of operators 
to overload this class of vehicle. Several authorities ex- 
press serious concern at the large number of prohibitions 
which their examining and certifying officers find it neces- 
to issue, and their remarks appear to be amply 


Sal 


justified by the fact that these officers examined about 
150,000 vehicles and found it necessary to issue over 
22,000 notices of prohibition in respect of those which 
were, or were likely to become, unfit for use. The main 
defects were in the steering gear, while brakes called for 
almost as much complaint. That the question of main- 
tenance by operators requires further attention is stressed 
generally, and the North Western Area Authority points 
out that 208 vehicles, or one in seven, of those prohibited 
by his officers, were in such a state that the owners did 
not consider it worth while to effect repairs, and 
consequently scrapped them. Another operator found 
it necessary to replace the whole of his fleet of 26 
vehicles. 

Reference is also made to the inefficiency of brakes and 
couplings on trailers, and one instance is quoted where 
a trailer containing three lions was found to have no 
brakes, although pseudo brake connections were shown 
between the tractor and the trailer. The potential danger 
to the public of having such unfit vehicles on the roads 
is self evident, and the authorities are clearly alive to 
the necessity of using their powers to bring unsatisfactory 
operators into line. 

Drivers’ Hours and Records 

The reports all express grave concern at the falsifica- 
tion of records and the breaches of the drivers’ hours 
regulations which are being perpetrated. They reveal that 
over 46,000 prosecutions were brought, resulting in more 
than 41,000 convictions, of which over 10,000 related to 
record offences. It is clear that there is far too large a 
number of operators and drivers who ignore the limits of 
hours, speed and weight, and disguise their offences by 
false records. Detection of these false records is becoming 
increasingly more difficult cwing to drivers and operators 
becoming more clever at manipulating the documents. 
One authority remarks that the practice of examining 
records and instituting proceedings in respect of irregu- 
larities clearly shown has undoubtedly led to the faking 
of records, and states it is evident that there is now a 
preference on the part of some operators for taking a 
chance of being detected without any records or with a 
false record rather than for keeping accurate records which 
openly reveal breaches of the law. 

In order to check this practice, it may become neces- 
sary for the authorities to exercise more freely their powers 
to suspend licences or to take proceedings which may result 
in imprisonment. In the latter connection, attention is 
again drawn to the fact that where it has been proved 
to magistrates that drivers have been employed for exces- 
sive hours, the penalities imposed in many cases are so 
small that it is very doubtful whether they provide an 
effective deterrent. In an attempt to reduce these offences, 
the authorities arranged controlled checks at different 
points in their areas, but experience shows that these 
were only effective for about four hours owing to the 
rapidity with which news of the check was spread. These 
checks were generally welcomed by responsible hauliers 
and have had a good effect, but it has been possible to 
carry them out only to a limited extent. ‘The special 
attention now being paid to the question will, it is hoped, 
secure some improvement in a matter which is of con- 
siderable importance to the economic welfare of the road 
haulage industry. 
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Rear-Engined Buses for London Transport 


Orders for 59 Leyland Cub chassis have been placed as 


with an experimental vehicle 


the result of exhaustive tests 


i. February last the London Passenger Transport Board 
introduced on the Country route between Hatfield and 
St. Albans a 20-seat rear-engined one-man-operated 
bus based on the well-known Leyland Cub chassis with a 
six-cylinder diesel engine. As the result of exhaustive 
tests with this experimental vehicle, the board has now 
placed an order for 59 rear-engined Leyland Cubs. The 
chassis has been produced to the general designs and 


The engine, which is a standard Leyland six-cylinder 
diesel, is situated longitudinally at the rear, and forms 
a unit with the worm-drive casing and gearbox; the 
latter is forward of the worm-drive casing. As may 
be seen from one of our illustrations, the engine occupies 
the normal vertical position, but is immediately behind 
the back axle. The arrangement is such that the engine 
may be removed separately, or the whole mechanical 
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Ceneral arrangement of the new Leyland rear-engined bus for London Transport, showing unit construction of 
engine, gearbox, and worm drive casing 


specification of London Transport engineers and is fitted 
with a composite body manufactured at the board’s 
Chiswick works. The vehicles are being built to improve 
conditions on one-man services and to overcome certain 
disabilities associated with buses in which the driver takes 
the fares. The normal bonneted type of vehicle which 
is used for this purpose suffers from certain drawbacks 
in internal accommodation and in inferior visibility for the 
driver. American practice, by which the entrance is 
situated forward of the front wheels and the driver placed 
beside the engine, restricts space and does not permit of 
sufficiently ample entrance gangway for London Trans- 
port requirements, nor is it as convenient for loading 
passengers. 


unit withdrawn from the frame through the rear of the 
bus; alternatively, it is possible for the clutch to be re- 
moved without breaking down the unit, or the gearbox 
to be taken off from the forward end. Accessibility to 
the mechanical parts of the vehicle is improved relative 
to the orthodox type of chassis, and the weight distri- 
bution has resulted in greater stability and freedom from 
skidding. The complete unit is rubber-mounted and the 
drive to the road wheels is by means of articulated shafts. 
Our drawing shows the special arrangement employed to 
obtain sufficient length in these shafts to reduce the angu- 
larity during operation. Controls for engine, clutch, and 
gearbox are operated from the driver’s cab and carried the 
whole length of the chassis by mechanical linkage. The 





ao 


aa ne 





Pee RAR 


Pipe 


srs 


XUM 





nc shn aT: si, 


EA lsh eke BAR Nn nt hal 


July 1, 1938 


{bove: Three-quarter front view 
of the bus showing elevated 
driving position, which gives an 
improved view on the near side 


Right: Three-quarter rear view 

showing engine housing and 

louvred panel covering the 
radiator 
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Above: View with rear panel removed showing position of 
radiator mounted at the extreme end of the chassis frame 


Right: View with offside corner panel open showing the Leyland 
six-cylinder diesel engine, which, it will be noticed, is mounted in 
the normal upright position 


Experimental 


Rear-engined 
London Transport 
Bus 
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radiator is mounted at the extreme rear of the chassis 
frame, and hidden from view by a body panel indented 
with crosswise louvres. Apart from the absence of head- 
lamps, therefore, the back of the bus appears very much 
like the front end of a full-fronted modern coach. 

The body at present employed is designed to accommo- 
date 20 passengers, 18 of whom face forward, and it is 
expected that in future orders it will be possible to arrange 
for all the passengers to face forward. An outside door 
is provided from the nearside of the vehicle operated by 
G. D. Peters & Company’s electro-pneumatic door gear; 
the actuating cylinder is concealed in the lighting panel 
above the door opening. The door switch is situated in 
the driver’s cab on his offside, and, while it is possible 
tor him both to open and close the door, this switch is 
the only one that will allow the door to be closed. Switches 
provided for the passengers by which they may open the 
door are situated one in the outside handle of the door 
and one upon the nearside of the bulkhead above the 
half drop window. Thus passengers may, if they desire, 
open the door mechanically, but there are no facilities for 
them to close it, since these might result in accidents to 
intending passengers. A hinged flap above the door makes 
access to the operating mechanism easy, and the door is 
run on rollers both at the top and bottom. 


Windows and Doors 


In accordance with the modern tendency, half-drop 
windows are fitted. There are four upon the vehicle, 
two on the offside, one nearside, and one in the nearside 
of the bulkhead. These windows, known as the Widney 
Stuart Ace type, are actuated by a handle upon the guard 
rail, placed at a point close to the pillar so that visibility 
may not be impaired by the handle. In addition to being 
simple and easy to operate, the windows possess the ad- 
vantage that when the vehicle arrives at the garage for 
cleaning the whole of the windows can be pushed up 
quickly from the outside due to a free-wheel fitting em- 
bodied in the mechanism. This overcomes what might 
otherwise be a tedious method of closing the whole of the 
windows. 

Since the engine is situated at the rear of the vehicle, 
the emergency door cannot also be placed in this position. 
It is therefore fitted on the offside of the body, a little to 
the rear of the mechanically- 


cedure has resulted in a pleasing finish, particularly arow: 
the inside of the window panes where the shrouds cover 

the pillars and the window channels are tastefully blen 
into sweeps. The lining panels are swept into the { 

to facilitate the sweeping out of the vehicle, and, a 

usual in London Transport practice, all parts on the si 
rear, and front frames between the lighting panels and fi 
are Rexine covered. Wide oak lagging is screwed do 
the centre gangway and a fluted wooden matting 

provided in lateral fashion underneath the crossw 
seats. 

Unhampered by engine and radiator, the body designer 
has given generous lines to the front of the bus and t 
driver’s cab, and has been enabled to ensure good a 
round visibility for the driver. The driver’s seat is plac: 
considerably higher than is usual, but not so high as t 
driving position of the Leyland flat-engined coach test 
by London Transport officials last November, and n 
operating experimentally in Green Line coach service. T! 
latter was described and illustrated in our issue of Noven 
ber 19 last. On the rear-engined bus, the driver enter: 
his cabin from the saloon, and no door is provided in tl 
offside of the body for this purpose. An emergen 
window is, however, fitted on the nearside of the cal 
should any circumstances prevail whereby egress is not 
possible into the saloon. Hand signals are given easil 
by means of a sliding window in two sections, the lower 
half operated by Hobson’s Quick-Release window mechan 
ism. Should added ventilation be required, what appears 
to be a fixed upper portion of window above the sliding 
section can be moved up toward the roof of the vehicle 
by a rack and tooth gear of the Hallam, Sleigh and 
Cheston Widney Stuart type. Another feature which is, 
comparatively speaking, an innovation upon commercial! 
vehicles is the provision of a mechanically-operated wind 
screen. This applies only to the top half and it is actuated 
by a handle in front of the driver, fixed beneath the bottom 
half of the screen. From the gearbox provided at this 
point tubes run in each direction making their way up 
the screen pillars from which point an ‘‘ unbreakable- 
back ’’ chain can be operated to give a push or pull effect 
upon the top half of the screen. 

Editorial comment on the evolution of engine position in 
buses is made on page 12. 








operated sliding door, as may be 
seen from one of the photographs 
we reproduce. A partition is fitted 
from the body side to the gangway 
immediately behind the emergency 
door to prevent any possibility of 
the passengers on the seat behind 
the emergency door being pitched 
into the road in the event of the 
door flying open due to accident or 
technica! fault. Although the posi- 
tion of the engine has necessitated 
the movement of the emergency 
door, the change has the advantage 
of a cowl being provided in the body 
over the engine which forms a shelf 
upon which quantities of light 
luggage, market baskets, &c., can be 
accommodated. 


Interior Finish 


So far as possible every effort 
has been made in the fiinishing of 
the vehicle to avoid sharp corners, 


and where 
corners are 


circumstances permit 
radiused, This pro- 


One of the Trent Motor Traction Company’s coaches taking part in a recent 
road-rail excursion from Marylebone (L.N.E.R.) to Nottingham, the Dukeries, 
and Sherwood Forest. 
Nottingham via the attractive Aylesbury route on the 10.5 a.m. Sunday express. 
From Nottingham the coaches left on a tour of 53 miles embracing Redhill, 
Mansfield, Warsop, Cuckney, Carburton Lake, Clumber Park, Normanton Inn, 
Ollerton (where the coach is illustrated), Edwinstowe, the Major Oak, Rufford 
Abbey, and White Post. 
For this trip, which is run at regular intervals, the low fare of 11s. 3d. is charged 


Reserved accommodation was provided from London to 


Time was also allowed for exploring Nottingham. 








1938 THE RAILWAY GAZETTE 


Road Transport Section 


July 1, 


Container Handling in Germany 


A special jack working on a portable track provides 
both for lifting and propelling the containers 


»MANY, which was shown 
n a paper presented last 
ear to the International 
vy Congress Association in 

o be the largest user of con- 
; in the world, is a natural 
or the development of devices 
the easy handling of this 

The accompanying _illus- 
ns show a system for trans- 
containers between rail- 
and road vehicles which 
allows two men to complete 
the operation with a container 
weighing up to 5 toms gross In a 
time of 12 min. No _ hoisting 
tackle is required, the operations 
of lifting, propelling, and lowering 
the container into its new position 
being performed by jacks working 
on a portable track laid between 
the rail wagon and the lorry or 
other vehicle. 

The track consists of six sections 
of grooved rail, three of which are 
placed in position at each side of : ; 
the container to be moved. The Fig. 2—Container in transit, propelled by two operators each in charge of a jack 


Ing 


end sections form ramps, so that 
the container is first raised and then lowered as it is pro- sides of the container and raise it from the floor so that 
pelled from wagon to lorry or vice versa. A jack runs in it can be moved. Next, a handle on each jack is de- 
both sets of rails, and each jack is first placed so that pressed so that the wheels with which the jacks are pro- 
a hook with which it is provided engages with an eye vided are lowered into the grooved rails. The same 
on the container, The jack also has a raising and lowering handles, worked with a ‘‘ pump-handle.’’ action propel 
head, operated by a screw as in the ordinary motorcar the jacks through a ratchet drive to their wheels. When 
type, which is adjusted to bear against flanges on the the container has thus been “‘ levered ’’ on to the vehicle 
to which it is to be transferred, it 
is lowered by screwing down the 
jack heads, and the sectional 
track, which fits together with 
hooks and pins, is dismantled. 
The accompanying _ illustrations 
show. the jacks in use. In Fig. 1 
the operator has attached the jack 
to the container by means of the 
hook and eye device at a, and is 
screwing up the head of the jack 
by means of the screw c so that it 
will raise the container from the 
floor by bearing against the flange 
b. The jack handle, used for pro- 
pulsion, is seen lying in the wagon, 
preparatory to being inserted in 
the jack at the point marked d. 
Fig. 2, showing the container in 
motion, also gives a. view of the 
sectional track on which the con- 
tainer runs. Mechanised con- 
tainer handling was demonstrated 
at the recent International Con- 
tainer Week in Brussels, to which. 
with special reference to Italian 
Fig. 1—Raising the container from the wagon floor, preparatory to transit, by the practice, we refer on page 11. 
screw-head of the jack 
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The First London Motorbus Service 


Brief details of pioneer work at the turn of the century 


HE note on page 1063 of our June 3 issue 
giving credit to Edinburgh as the first city 
in Great Britain to be served by a licensed 

motorbus service has resulted in our receiving a 
number of interesting letters, some of them from 
pioneers of the motorbus industry.. No one has 
disputed the prior claim of the Edinburgh service, 
which was begun on May 19, 1898, but several 
‘laims and counter-claims have been advanced so 
far as the Metropolis is concerned, and we have 
been asked by more than one reader to outline 
the facts. Our own records of these early days 
have been amplified as the result of a search 
which the Commissioner of Police of the Metro- 
polis kindly made some time ago into the licensing 
records at his office. 

The closing years of the nineteenth century were 
marked by considerable activity among manu 
facturers of many types of mechanically-propelled 
passenger vehicles, and quite a number of buses— 
electric, petrol, and steam—tresulted.. Various of 
these ran for short periods on demonstration runs, 
but cannot be considered as public service vehicles, 
as they were not licensed to carry fare-paying 
passengers. As we mentioned last month a 10-seat single- 
deck electric bus was licensed in London on December 29, 
1897, to the London Electric Omnibus Co. Ltd. ( a com- 
pany working under Radcliffe-Ward patents), and this 





View taken at Charing Cross in February, 1900, of one of the two 


motorbuses which opened the first service in London 


There is no evidence known to us that any regular servic« 
was ever run, and the bus was, in fact, merely one of 
a number (the others unlicensed) used by the company 
for demonstration purposes. 


Similar remarks apply to the next vehicle licensed in 


vehicle remained licensed for almost a year, as its plate 
London, a 24-seat double-deck steam bus with a light 


(No. 1420) was surrendered on December 16, 1898. 
' 


® 
ia 


Inaugural trip to Staines run by the South Western Motor Car Co. Ltd. in March, 1901. The two covered waggonettes 
began a regular service between Streatham and Clapham Junction on April 1 of that year 
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anopy over the top deck, which was licensed on 

21, 1899, to the Motor Omnibus Syndicate 
a company exploiting the Gillett patents. Later, 
two small motor waggonettes were plated by the 
but apparently never ran in regular service, and 
accordingly we think that the first motorbus service in 
Lond was the Kennington—Westminster—Victoria 
route opened on October 9, 1899, by the Motor Traction 
Co. | under the management of the late Mr. Percy 
Frost-Smith. Two open-top double-deck buses (12 pas- 
sengers inside and 14 out) were employed; they were 
built 3ristol to German designs and were fitted with 
12-h.p. four-cylinder German Daimler engines. On their 
origi route they covered the journey of nearly three 
miles at a fare of 2d. After a few weeks the route was 
altered to one between Kennington and Oxford Circus, 
and by courtesy of the London Passenger Transport 
Board we are enabled to reproduce a photograph of one 
of these buses taken at Charing Cross in February, 1900. 
The same two buses were re-licensed towards the end of 
1900 and we believe ran well into 1901. 

The next venture was one of the many activities of the 
late Mr. Walter Flexman French, who established a 
pioneer cycle manufacturing business as long ago as 1883. 


canvas 
Janua 
Limite 
in 189% 
police 


In 1898 he began experimenting with commercial motor 
vehicles, using M.M.C. and Daimler chassis, and the 
modest success which he achieved proved the incentive 
to enter the motorbus business. He formed the South 
Western Motor Car Co. Ltd. and secured a fleet consisting 
of three M.M.C. and three Coventry Daimler buses. The 
company ran an inaugural trip in March, 1901, from its 
headquarters in Balham High Road to Staines, and by 
courtesy of the late Mr. French’s son, also Mr. W. F. 
French (Managing Director of the United Service Transport 
Co. Ltd.), we reproduce opposite an historic photograph 
taken on that occasion. Two of these buses were licensed 
in April, 1901, for public service, each to carry 10 passengers, 
and they were put into regular operation between Streatham 
and Clapham Junction via Tooting Bec Road, Balham 
High Road, Trinity Road, Wandsworth Common, and 
St. John’s Hill. Due to very heavy maintenance costs 
the service was maintained only for a short time, and the 
company ultimately failed. 

Mr. French’s bus activities were thenceforward in the 
provinces and, of course, resulted in the formation of 
a number of businesses in the South of England which 
have grown into some of the large railway-associated bus 
companies of the present day. 








Canadian Pacific Cartage 


Some further details of the recently-established cartage depart- 
ment maintained by the Canadian Pacific Express Company 


O* a number of occasions during 
the past year we have referred 


to the new activity of the Cana- 
dian Pacific Express Company in acting 
as cartage agents for the Canadian 
Pacific Railway and providing collection 
and delivery services for railway freight 
traffic. The facilities replace a service 
previously performed by outside cartage 
agents at a number of points in Canada. 
These developments are among the 
many steps taken by the C.P.R. to 
counter road transport competition. The 
Canadian railways have established com- 
petitive rates, increased the speed of 
freight trains, undertaken some highway 
transport work, and extended free collec- 
tion and delivery services. 

While the improvement in railway 
rolling stock, equipment, motive power, 
&c., has enabled the railway company 
materially to reduce the running time 
for freight trains between terminals, it 
was essential that at the beginning and 
completion of the rail haul there should 
be modern and rapid methods of collec- 
tion and delivery, and highly desirable 
to foster as much goodwill as possible. 
The Canadian Pacific Express Company 
was organised originally to undertake 
a complete transport service, including picking up parcels 
at the premises of the consignor and delivering them to 
the consignee. In building up goodwill for this type of 
business, the express company found the collection and 
delivery service performed by its own employees was one 
of its most important assets in securing express traffic. 
The lorry crews were regarded as transport salesmen and 
trained accordingly, and the express company’s staff has 


One of the 92 C.P.R. lorries bought last year for the new Montreal 


collection-and-delivery freight service 


accordingly acquired valuable experience in producing 
efficient and economical vehicle service both te secure and 
also to deliver merchandise. 

This goodwill and experience was what the railway 
company required for freight cartage, and, as the result 
of a joint survey of the position by railway and express 
representatives, the railway company entered into an 
agreement with the express company whereby the latter 
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was to undertake freight cartage work at a number of 
points. The following list shows the places at which this 
arrangement is at present working :— 
Motor units 
District in service 
Ottawa, Ontario 
Sherbrooke, Quebec. . = + 
Highway operation between Mon- 
treal and Ste. Jerome fe 
Montreal district, including High- 
lands and Lachine ms - 
St. Hyacinthe, Quebec 
Three Rivers, Quebec 
Toronto, Ontario 
London, Ontario 
Guelph, Ontario a 5% ie 
Highway operation between Guelph 
and Galt : a os 
Joliette, Quebec 
Peterboro, Ontario .. 


Date begun 
March 1, 1937 
March 1, 1937 2 


April 1, 1937 


May 1, 1937 
June 1, 1937 
June 1, 1937 
January I, 1938 
January 1, 1938 
January 1, 1938 


January I, 1938 
April 1, 1938 
May 1, 1938 


235 

By reason of the fact that vehicles best adapted to freight 
cartage work must be heavier than would be efficient or 
economical for express (parcels) work, and also because 
peak-load requirements for collection and delivery on both 
express and freight service come at practically the same 
hours every day, and express and freight vehicles operate 
to and from different terminals, it has not been found 
practicable to use the same vehicles to handle both classes 
of traffic at the larger points. The new lorries which were 
secured for the cartage traffic vary as to make and capacity, 
but vehicles of 24 to 3 ton capacity predominate. Some 


are fitted with closed bodies to afford protection to valuable 
traffic, such as tobacco and silk, but generally the bodies 
are of the platform type, with solid sides 3 ft. 6 in. high 
and a ridge pole to accommodate waterproofed tarpaulins, 
Body lengths vary between 11 ft. and 15 ft. For handling 
heavy loads between terminals, tractors and 20-ft. semi- 
trailers having a capacity of 8 tons are used. Al! are 
equipped with pneumatic tyres, with twin tyres on the 
rear wheels. 

Considerable numbers of the lorries are of the cab-over- 
engine type, and the resultant short wheelbase facilit tes 
working in congested street traffic areas and where curb 
parking space is limited; there is also an advantage in 
connection with garage storage space. It was decided ‘hat 
these new cartage vehicles should have a distinctive colour 
and lettering, and Killarney green was selected as a good- 
wearing attractive basic colour. They are lettered ‘“ Cana- 
dian Pacific ’’ in gold leaf on the side panels and carry the 
Canadian Pacific freight crest on the cab doors. Every 
vehicle is also equipped with a tan tarpaulin lettered with 
the words ‘“‘ Canadian Pacific,’’ and with metal cardholders 
to carry posters announcing or calling attention to the 
activities of various railway departments. 

Vehicles and crews are assigned to specific routes, and 
drivers encouraged to become acquainted with regular 
consignors and their needs, and to develop goodwill through 
personal contact. While on their routes drivers regularly 
telephone the cartage office at the goods yard to learn of 
any telephone requests for calls received in their absence. 
This arrangement expedites the service to customers and 
cuts down vehicle mileage. 








Overseas Notes 


Ingenious Trackway in Italy 


For the benefit of military lorries drawing a long train of 
trailers, a special type of track has recently been laid near 
Rome. This consists of two broad flat tracks to accommodate 
the ordinary road wheels, and in between is a raised central 
ramp which acts as a guide for the wheels of the trailers, as 
every trailer has guide rods fitting over the ramp. 


Motor Transport in Iraq 


Motor transport is playing every year a more important 
part in the internal economy of Iraq, according to the Report 
on Economic and Commercial Conditions in Iraq, published 
by the Department of Overseas Trade. The motorcar has 
already completely ended the isolation in which hundreds of 
villages in Iraq were left before its coming. All-weather roads 
have, however, so far been made for limited distances only. 
The road development scheme of 1936 was deferred for more 
pressing public works. The trans-desert routes—from Palestine 
and Syria—form an important link between Iraq and the 
Mediterranean. Transport rates over these desert tracks of 
700 miles are naturally high, but for certain classes of goods 
it is a useful route and in 1936 the amount of merchandise 
moved on this route was 45,000 tons. As regards passengers, 
the desert route is by far the most important link between 
Iraq, and Syria, Palestine, Egypt, and Europe, and this route 
is used for foreign mails. The two large steel bridges across 
the Tigris at Bagdad, which are being constructed by a well- 
known United Kingdom firm of bridge builders, will, when 
completed, ease the traffic problems of the city and lead to a 
valuable development of the west bank of the river. 


Road Vehicles in Hungary 


Since the only passenger car factory in Hungary ceased 
production in 1933, only motorbuses and motor lorries have 
been produced in the country. Italian and German cars 
are more numerous in Hungary than those of other countries, 
but the importation of cars of United Kingdom manufacture 
has been slowly but steadily rising since 1935. The total 
number of passenger motorcars in Hungary at the end of 


1936 was 13,987, 60 per cent. of which were in Budapest. 
In relation to the number of inhabitants, the number of cars 
in Budapest is 1 to 126, and in the provinces 1 to 1,398. 
These figures are given in the Department of Overseas Trade 
Report on Economic and Commercial Conditions in Hungary. 
(His Majesty’s Stationery Office, Is. net.). Reference was 
made in THE RAILway GAZETTE, of December 24, 1937, to 
road competition in Hungary, and to the agreement with the 
road hauliers’ association, the Mateosz, which has had excellent 
results. The railways’ road motor undertaking, the Mavaut, 
which was also referred to, has done good work in feeding 
the railways. As was then stated, this organisation operates 
on a route mileage of 4,838 km. (3,006 miles) and conveys 
1? million persons annually. 


Motorbus Services in Dresden 


Next to Berlin, Dresden, which is served by the Dresden 
Tramways Company, has the largest motorbus traffic of any 
German city. The first route was opened in 1925, in which 
year 558,000 bus-kilometres were run, and, except for the 
slump period, traffic has steadily developed since. In 1936 
4,760,000 bus-kilometres were run. There are 75 buses and 
two trailers in service and others on order. Diesel operation 
is now universal. At first special garages were not erected, 
some space being reserved in one of the tram depots, but by 
1928 this had been found unsatisfactory and it was proposed 
to build proper bus depots. These were eventually established 
near the Central railway station, and later in the Neustadt 
quarter, the latter saving about 110 RM. daily in waste 
mileage costs. In 1936 a closed tramcar depot at Neugruna 
was converted into a bus depot and workshops, and operated 
in connection with the above-mentioned accommodation, so 
as to simplify night work and further reduce empty running. 
Certain routes are centred round another tram depot at Naus- 
slitz and 60,000 RM. annually have been saved in better 
running. The positions of the routes and depots has necessi- 
tated the provision of housing accommodation for the staff, 
and flats have been erected near the Neugruna depot; this 
has reduced the travelling time of the bus crews on some 
routes. 
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RESIGNALLING OF PARAGON STATION, HULL, L.N.E.R. 


Conversion of an early installation of electro- 
pneumatic signalling to a relay interlocking with 
colour-light signals and _ route-setting control 


S long as 30 years ago the former North Eastern 
ailway was an extensive user of electro-pneumatic 
enalling. In common, however, with the layouts 


on its system at Newcastle, Tyne Dock, and elsewhere, 
the installation at Hull, Paragon, used power solely for 
the operation of the points and signals, at first without 
track circuits, although a few were added in the course 
of time. Interlocking between levers was mechanical. 
The signalling at Paragon station and its approaches has 
now been completely modernised, two signal boxes, Park 
Street, and Paragon, containing between them 322 minia- 
ture levers, having been replaced by a route relay inter- 
locking operated from a control panel of novel design. 
As will be seen from the plan on p. 25, the track circuit- 


ing extends to West Parade signal box, where the lines 
to Beverley and Scarborough, also to Hornsea and 
Withernsea diverge. Here the existing mechanical locking 
frame and semaphore signals remain, though the fitting 
of electric locks on the mechanical levers has provided 
the security of power interlocking. 
Route-setting Control 

The new Paragon signal box is of outstanding interest, 
owing to the principle of route-setting being applied there 
for the first time to a large British terminal station. In 
the signalling at Leeds City station, opened just over a 


year ago, the first instance of relay interlocking at a large 
city station, the signals and points are operated by indi- 
vidual thumb switches on the track diagram. At Hull, 


Paragon, however, the thumb switches are grouped on 
a sloping keyboard below the diagram. A group of route- 
setting thumb switches is associated’ with every signal, 
and is arranged to come, as far as practicable, immediately 
below the position of the signal on the diagram. On the 
flat shelf of the panel instrument, in front of the sloping 
portion, is a key diagram showing clearly the route to 
which each operating switch applies. At the majority 
of signal locations there are a main and a subsidiary 
signal on the same post; the various routes over which 
such a combination may read are distinguished by the 
thumb switches being coloured red for movements con- 
trolled by the main signal, and white for those controlled 
by the subsidiary signal. Altogether there are 32 running 
signals, 18 having route indicators working with them, 
and 56 subsidiary signals; and as no fewer than 230 routes 
are concerned, the layout of the panel must be considered 
decidely compact. Individual control of each pair of 
points, involving 48 further thumb switches in a single 
row on the vertical face of the panel, just below the 
diagram—together with six others for operating detonator 
placers—has also been provided, but for emergency use 
only. Individual control of a pair of points can be 
exercised only provided all conflicting route-setting 
switches, and the relays associated therewith, are normal. 


Electro-pneumatic Point Operation 


The retention of the electro-pneumatic system for point 
operation is in keeping with the present trend of develop- 
ment in the North-Eastern Area of the L.N.E.R. At 
Hull a considerable saving in the cost of the new scheme 
has been realised, the majority of the mechanisms installed 
over 30 years ago being in such good condition that little 


modification was necessary to bring them into line with 
modern requirements. Originally, the control valves were 
mounted on a special bracket cast integrally with the 
cylinder head; this arrangement was, however, not readily 
adaptable to the modern use of steel-armoured cable and 
sealed disconnection boxes, and the point valves have 
therefore been removed from the cylinders to stands 
located in the six-foot nearby, which also accommodate 
these boxes. The valves are of the early Westinghouse 
Style B type, with which air pressure is maintained in 
the cylinder after the completion of the stroke until the 
points are reversed again. 

Modernisation of ground apparatus was carried out to a 
definite programme, and, in a number of instances, was 
completed prior to the opening date. For the remainder, 
the preparatory work was so arranged as to leave the 
minimum amount of mechanical fitting for the opening 
period. Concurrently with this, new cables were laid to 
each point layout and connected to the new disconnection 
boxes above mentioned. During the opening period they 
were connected to the point valves and detectors, and 
the old wiring was disconnected and cut away. At the 
same time the electrical control was transferred from the 
old power frames to the new panel, and tested. Many 
of the facing points were originally equipped with lock- 
ing bars operated by separate air motors, and controlled, 
of course, by separate bar levers. This necessitated the 
elimination of some 100 locking bars during the opening 
period and the conversion of many point layouts to operate 
from combined point and lock movements instead of 
separate mechanisms as hitherto. In these and other in- 
stances new electric point detectors were fitted. 

The crossovers adjacent to the buffer stops in platform 
roads 2, 4, 6, and 8 are also electro-pneumatically 
operated, though not directly from the signal box. Elec- 
tric two-slide lever frames are provided which can be 
released, in a similar manner to the ground frames often 
used at such locations, by the operation of thumb switches 
on the main panel; the relevant release-control circuits 
are, of course, interlocked with those of conflicting points 
and signals. 

Signals and Route Indicators 

The main running signals are of the single-unit or 
searchlight type, equipped where necessary with multiple- 
lamp double-faced route indicators; both these and the 
position-light subsidiary signals are similar to those used 
at Leeds City station, but the platform starting signals, in 
locations where only a moderate sighting range is required, 
are medium-range two- and three-indication multi-lens 
signals of considerably less power than is necessary in 
a main running signal. The majority of the new signals 
are carried on tubular steel posts, but, as usual, there 
are a few locations where sighting considerations require 
bracket posts of considerable overhang. These have been 
fabricated from what would otherwise have been scrap 
material, namely, the structures that carried the overhead 
wires on the Shildon and Newport mineral line, on which 
electric traction ceased some time ago. They were made 
in the L.N.E.R. shops at Hull, and consist almost entirely 
of 7-in. x 3-in. channels. Although appearance was 
naturally a secondary consideration the result is not 
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Above: Slide lever frame (for 
operating platform crossovers) 
with relay and terminal box 


Left: Platform starting signals 
(one equipped with double-faced 
route indicator) and _position- 
light shunt signals. Wooden 


Shae: . 
~~ bs relay boxes since removed 


unpleasing. Each post consists of a tower and an over- 
hanging bracket, fabricated entirely by electric-arc welding 
with Quasi-Arc electrodes. 

The erection of the five special bracket posts was com- 
pleted in a single Sunday when partial occupation of the 
tracks concerned could be obtained. In every case after 
the tower had been erected, the overhanging bracket was 
swung into position and bolted to it at a number of key 
points, providing a temporary fixing while the final weld- 
ing was done, and allowing the crane to proceed to another 
location. 

Track Circuits 

There are 101 track circuits operated on the Westrak 
system, which provides very high train shunts. Alternating 
current is fed to the rails through an adjustable feed 
resistance, but a d.c. track relay is incorporated in the 
feed circuits; this is energised by the action of a half-wave 
metal rectifier connected to the rails at the other end of 
the track circuit as shown in the accompanying diagram. 
The relay, feed transformer and resistance are housed in 
a single unit, making for very convenient adjustment; the 
rectifier unit is connected to the rails by ordinary track 
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bonding wire and housed in a small inconspicuon: box 
fixed in the four-foot. Most of the Westrak relay an: feed 
units are accommodated in the signal cabin, the remote 
ones alone being housed in all-welded steel location cases, 
For the outside cable runs single wire, armoured. lead 
sheathed, not impregnated, paper-insulated, mu|‘icore 
cable is used, brought direct into the location cases to 
seal-in potheads, thus obviating the necessity for separate 
disconnection boxes. 

Any route relay interlocking system naturally requires 


a comparatively large number of relays. A special type of 
relay has been used, incorporating special features to fultil the 
many requirements of interlocking of this type, and, at the 
same time, retaining the robust characteristics of standard 
signalling apparatus, as essential with this system as with 
any other. The relay can be fitted with detachable terminal 
arrangements mounted on special! racks; this facility, and 
the incorporation of so many contacts in one unit, have 
made possible a very compact signal box layout. 

The ground floor of the signal cabin accommodates 
only the interlocking relays, signal control relays, a pro- 
portion of the track circuit relays and the power supply 
equipment. The design of the signal box follows, in a 
handsome variation, the attractive style seen in the boxes 
at Thirsk, Leeds (City station), and the control tower at 
Hull (New Inward Yard), and despite the concentration 
of relays and other equipment, the spaciousness of the 
interior is noteworthy. 


Power Supply 


Power is taken from two independent Hull Corporation 
feeders at 400 volts, 3 phase, 50 cycles, via duplicate 
12 kVA. stepdown transformers. These feed at 110 volts 
a.c. various ring mains for the outside locations, and pro- 
vide through further transformers 12 volts a.c. for panel 
indications and 110,/55 volts a.c. for shunt signal lighting. 
A 50-volt d.c. supply for route indicator control and a 
24-volt d.c. supply for the interlocking relays are obtained 
from the two main transformers through metal rectifiers. 
The compressor plant is contained in a separate building 
near the signal box. 

There are two electrically driven air compressors, with 
a capacity of 50 cu. ft. of free air a minute each, at a 
maximum pressure of 80 lb. per sq. in. Normally one only 
is in use; the control includes automatic starting and cut- 
out features, regulated by the air pressure. 

The changeover was scheduled to be carried out between 
midnight on Saturday, April 23, and 4 a.m. on Monday. 
April 25, but was completed and the station handed back 
to the Traffic Department some four hours ahead of time; 
Paragon station was entirely closed, traffic being dealt 
with at Botanic Gardens and Stepney stations. The com- 
pletion of the resignalling work has been followed by a 
general smartening up of the lineside, and the removal 
of some large gantries, the elaborate lattice work of which 
was in strong contrast to the simple lines of the new welded 
structures. The scheme was prepared to the requirements 
of Mr. S. T. Burgoyne, Superintendent, North-Eastern 
Area, L.N.E.R., under the direction of Mr. F. E. 
Harrison, Engineer. It was originally planned by Mr. 
A. E. Tattersall, now Signal and Telegraph Engineer, 
Southern Area, though the work has been carried out 
under the supervision of his successor, Mr. C. Carslake. 
With the exception of the large overhang bracket signal 
posts, which were constructed in the L.N.E.R. shops at 
Hull, under the supervision of Mr. Colebrooke, District 
Engineer, the whole of the equipment was supplied and 
installed by the Westinghouse Brake & Signal Co. Ltd., to 
whom the Craigpark Electric Cable Company, and the 
Edison-Swan Electric Co. Ltd. were sub-contractors for 
all cables. 
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NEW BUFFET CARS, SOUTHERN RAILWAY 


Illustrations of the buffet cars for the West Sussex and coastal electrified services* 
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Kitchen interior—buffet car 


* A full description, and elevation and plan of the buffet car appeared on pages 1236-39 of our * Electric 
Railway Traction Supplement” in last week's issue 
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Buffet car interior 
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Buffet car interior—showing antique brass plaques on walls 


BUFFET CARS, SOUTHERN RAILWAY ELECTRIC SERVICES 
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NEW TUBE ROLLING STOCK 


Delivery of first seven-car train of improved type—1,066 tube 
cars now building for London Passenger Transport Board 


New trains (underground) for deep level tubes 


FURTHER stage in the new rolling stock programme 
of the London Passenger Transport Board is marked 
by the delivery at Golders Green of a number of 

new tube cars for use on the Northern, and Bakerloo Lines 
of the board. These cars form part of two orders placed 
for new tube rolling stock, details of which are shown 
below : — 
644 driving and 62 non-driving motor cars built by the 
Metropolitan-Cammell Carriage & Wagon Co. Ltd. 
99 non-driving motor cars and 261 trailer cars built by the 
Birmingham Railway Carriage & Wagon Co. Ltd. 
Many of the electrical and 
mechanical details are derived 
from the four experimental tube 
trains built in 1936 and now in 
service on the Piccadilly Line, but 
with the operating experience 
gained a number of improve- 
ments have been made which give 
greater comfort and better opera- 
ting facilities. The two chief 
features governing the design of 
these cars are increased passenger 
accommodation and improved 
performance. A train of the new 
rolling stock consists of seven cars 
divided into two permanently- 
coupled units, one of three cars 
and the other of four cars, both 
With a driving cab at each end. 
A four-car unit consists of two 
driving motor cars, a non-driving 
motor car, and a trailer car; and 
a three-car unit of two driving 
motor cars and a trailer car. 
When a six-car train is required 
the four-car unit will be reduced to 
three cars by omitting the trailer 
car. : 
All the electrical equipment is 


beneath the car floor, avoiding the necessity for a separate 
switch compartinent. By this means the carrying capacity 
of a seven-car train becomes approximately the same as 
that of an eight-car train of the existing type of rolling 
stock. Two other important features are the increased 
acceleration and braking rates, which will permit a reduced 
headway being run and will give increased line capacity. 
The increase of acceleration has been achieved by motor- 
ing a larger proportion of the axles than hitherto, and also 
by arranging for a greater proportion of the train weight 
to be available for adhesion. In these improved trains 


Interior of non-smoking car 
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Vew type of sliding door with double push-button 
control for opening by passengers 


every motor car is equipped with two self-ventilated 
168-h.p. nose-suspended motors, one in each bogie, which 
have been manufactured in equal proportions by Crompton 
Parkinson Limited, and the General Electric Co. Ltd. 
A seven-car train will therefore have 10 motors totalling 
1,680 h.p. compared with 1,440 h.p. on the existing type 
of train. The motors are fitted with roller bearings 
throughout, including suspension bearing. The speed 
characteristics of the motors have been closely studied to 
give the best performance under the intense service con- 


ditions existing on the board’s lines today, and to cope 
with the ever-increasing traffic density. 
Body and Framework 
To facilitate production, combined welded and riveted 
construction has been adopted for the body and frame- 


work, and for the underframe. The body and under- 
frame are arranged as a single integral structure of box 
girder form so that both portions take their due share of 
the load. Over the framework the non-driving motor car 
and the trailer car measure 51 ft. 2? in., and the driving 
motor car 52 ft. 33 in. Every car is provided with two 
4-ft. 6-in. double doorways at each side and one 2-ft. 3-in. 





New shaded lighting system and rubber hanging straps 
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doorway at each end, except the driving motor cai 
one such space is occupied by the driver’s cab. 
screens of armoured plate glass are provided at p 
doorways. All the doors are air-operated and 
controlled either as a whole by the guard or as 
the passengers subject to the guard’s ultimate 
This involves the use of :ndividual electro-pneumat< con- 
trol valves on one engine at each doorway, and « new 
type of pneumatic hold-in valve has been developed fo, 
the purpose. The control of these electro-pneumatic 
is at 50 volts direct from guard’s or passenger 
buttons, all relays being eliminated. Passenger 
buttons are inoperative when the train is running. 
As is standard on the board's trains where power- 
operated doors are in use, every door is interlocked go 
that the starting signal cannot be given to the driver until 
all are fully closed. A signal lamp at the guard’s position 
also gives the necessary indication of this condition. The 
signal circuit in use on this stock comprises a ring circuit 
round the train enabling the guard to take up any control 
position in emergency, although his standard position is 
on the last car of a train. Other push-buttons enable 
doors on individual cars to be closed by platform staff, 
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Automatic centre coupler with mechanical and com- 
pressed air connections 


and the end doors on a train to be cut out should a 
driver inadvertently over-1un a platform or pull up short. 
Loudspeaker telephone communication is also provided be- 
tween guard and driver. The side sliding doors are of 
steel, electrically welded, instead of aluminium as has been 
used hitherto. The bogies and underframes of all cars 
are similar, so that a trailer car may easily be converted 
into a non-driving motor car if necessary. 

In order to achieve a desired rate of production and a 
simplification of construction, a special system of wiring 
which eliminated as much conduit as possible has been 
adopted. All cables required for traction control and 
auxiliary wiring are formed up into pre-formed bundles 
and housed in specially designed ducts on the underframe. 
The driving motor cars have seating accommodation for 
42 passengers, and each non-driving motor car and trailer 
car seats 40 passengers. Deep-cushioned seats with bucket 
type backs have been provided on all cars, and the timber 
and paint used for the finish are selected to give the interior 
a light and roomy appearance. Externally, the windows 
are flush with the steel side panels at the vertical edges, 

(Continued on page 33) 
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PERSONAL 


Sir Kingsley Wood, Air Minister, an- 
poun in the House of Commons on 
Mor that Mr. E. J. H. Lemon, 
Vi sident (Traffic Operating and 


Con rcial), L.M.S.R., had been ap- 


point Director-General of Production, 


Au istry, and a Member of the Air 
Council. The Minister said that 
Mr emon’s engineering ex- 
perience would be of the 
greatest value in assisting in the 
planning and organisation of 
production, in co-operation with 
the aircraft and allied industries, 
and he thanked the President 


and directors of the L.M.S.R. 
for their public-spirited action in 
releasing Mr. Lemon for these 
important duties. (See also p. 1.) 


Mr. E. J. H. Lemon, O.B.E., 
M.I.Mech.E., M.Inst.T., Vice- 
President (Traffic Operating and 
Commercial), London Midland & 
Scottish Railway, who, as an- 
nounced above has been ap- 
pointed Director-General of Pro- 
duction, Air Ministry, and a 
Member of the Air Council, was 
responsible for introducing con- 
tinuous production methods to 
the planning and building of 
L.M.S.R. locomotives and _ roll- 
ing stock—an outstanding post- 
war development on British rail- 
ways. The introduction of such 
processes in the manufacture, 
first of railway wagons, then of 
passenger coaches and, finally, 
of locomotives has enabled the 
London Midland & Scottish 
Railway to effect increased out- 
put with remarkable savings in 
expenditure, so much so that 
the principles first introduced 
by Mr. Lemon in this country 
have since been adopted by 
many other railways and other 
factories at home and overseas. 
Mr. Lemon was Carriage and Wagon 
Superintendent of the L.M.S.R. from 
1927 to 1931, and in the latter year he 
succeeded Sir Henry Fowler as Chief 
Mechanical Engineer. He was ap- 
pointed Vice-President in 1932—at the 
age of 47—and in that position he de- 
voted his experience and engineering 
outlook to operating and commercial 
problems. On the operating side he is 
responsible for the daily running of 
15,500 passenger trains and 16,000 
freight trains, conveying 460 million 
passengers a year and 139 million tons 
of freight traffic and six million head 
of livestock. Mr. Lemon has been per- 
sonally responsible for the introduction 
of vast schemes designed to improve the 
operating efficiency of the L.M.S.R. 
A complete modernisation of motive 
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power depots and methods of repairing 
and equipping locomotives has been 
accomplished, one of the benefits from 
which has been the more intensive user 
of locomotives. The modernisation of 
goods terminals to facilitate the hand- 
ling of traffic was begun in 1933. The 
acceleration of train services has made 
rapid strides under his supervision. On 


Mr. E. J. H. Lemon, O.B.E. 


Vice-President, L.M.S.R., who has been appointed 
Director-General of Production, Air Ministry, 


a Member of the Air Council 


the commercial side, since Mr. Lemon 
became Vice-President, L.M.S.R. 
policy has been revitalised and under 
his control the company’s commercial 
policy has been given a new direction 
and force. He has also taken a great 
interest in the training of staff and is 
the author of the new School of Trans- 
port at Derby, which represents an in- 
novation in railway practice, and his 
departments cover a large section of 
the total L.M.S.R. staff of nearly 
250,000. 

Mr. Lemon is 53 years of age. He 
received his early training at the Hyde 
Park Works of the North British Loco- 
motive Company, passing through all 
sections of the plant. Later he served 
with Brown Brothers, hydraulic engi- 
neers, of Edinburgh, and gained theo- 
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[Mindel & Faraday 





retical knowledge at the Heriot-Watt 
College, Edinburgh. Subsequently, he 
obtained running shed experience with 
the Highland Railway at Inverness, 
and then joined the staff of Hurst, 
Nelson & Co. Ltd. of Motherwell. 
Three years later, in August, 1911, he 
entered the service of the Midland Rail- 
way Company as Chief Wagon Inspec- 
tor, and became Works Mana- 
ger at Derby in January, 1917, 
at the age of 32, in charge of 
4,000 men. Derby works is now 
regarded as a model of produc- 
tion methods. In January, 
1923, consequent on the group- 
ing arrangements, he was _ pro- 
moted to be Divisional Carriage 
and Wagon Superintendent, 
Derby, L.M.S.R. In this capa- 
city he continued until March, 
1923, when he was made Divi- 
sional Carriage and Wagon 
Superintendent, Newton Heath 
and Earlestown. In 1927 Mr. 
Lemon became Carriage and 
Wagon Superintendent of the 
company, which position he oc- 
cupied until, on January 1, 
1931, he was appointed Chief 
Mechanical Engineer. In 1932 
he was appointed Vice-President 
(Traffic Operating and Com- 
mercial). He is a member of 
the Institution of Mechanical 
Engineers and the Institute of 
Transport. Mr. Lemon, whose 
appointment to the Air Ministry 
will be on loan, took up his 
duties last Wednesday. 

Dr. Aylmer W. May, C.M.G., 
M.A., M.D., D.P.H., who re- 
tired from the position of Prin- 
cipal Medical Officer of the 
Rhodesia Railways on May 31 
this year, had held the appoint- 
ment since 1928, when he re- 
linquished the post of Principal 
and Medical Officer to the Northern 

Rhodesia Government. Dr. 

May was born in Ireland, and 
after studies at Trinity College, Dublin, 
and Sir Patrick Dun’s Hospital, Dub- 
lin, first went to Rhodesia in 1902 as 
Medical Officer to the Globe & Phoenix 
Gold Mine. In 1904 he returned to 
London to study tropical diseases and 
hacteriology,. but in 1907 he went to 





the Northern Rhodesia Government 
medical service, becoming Principal 
Medical Officer in 1909. Dr. May 


served with the military forces during 
the great war both in East Africa and 
in France. He was honoured with the 
C.M.G. in 1924 for his services in 
Northern Rhodesia, particularly in con- 
nection with his activities to eradicate 
malaria, blackwater fever, and sleep- 
ing sickness. During his railway ser- 
vice, Dr. May keenly interested himself 
in anti-malaria! work at the Victoria 
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Mr. Edwards was bri 
behalf of the Amalg ted 


Falls and in general health 
measures affecting the staff. 


Since 1931 he has held the rank Society of Railway § nts 

of District Surgeon of the St. when this body was suc lly 

John Ambulance Brigade sued by the Taff Vale | vay 
Overseas (Rhodesia Railways for damages arising out the # 
District). strike of 1900. Later vas 9 
briefed in the Osborne of tet 
Mr. J. P. Thomas, M.1.E.E., 1908, when proceeding ere oi 
M.Inst.T., General Manager taken to restrain the A.©.2.S. i 
(Railways), London Transport, from using any of its fur on 3 


whose retirement at the end of 
June was announced in our issue 
of May 27, was educated at the 


political objects. 


Ihe Earl of Dudley, & 


Durham College of Science and r.D., a Director of the at 
served his apprenticeship with Western Railway, has be p- 
Clarke, Chapman & Co. Ltd., pointed an Officer of the ler 


Gateshead. He was appointed 
Resident Engineer to the British 
Thomson-Houston Co. Ltd., on 
the London United and Croy- 
don tramway contracts, there- 
{ter occupying a similar posi- 
tion on the Central London 
Railway for its conversicn to 
the multiple-unit system—the 
first in this country. His ser 
vices were then transferred from 
the contractor to the Great 
Northern & City Railway as 
Assistant Engineer for per 
manent way, signals, lifts and 
rolling stock. In 1905 he joined 
the Underground Electric Rail 
ways Company as Superinten 
dent of the Bakerloo linc, in- 


of St. John of Jerusalem 


Mr. William Stewart, 
tary of Stewarts and L!oyds 
Limited, has been appoin a 
Director of the company. 

The late Sir Albert Asi:jey 
Biggs, a former Agent of the 
Madras & Southern Mahratta 
railway, whose death on May 12 
was recorded in our issue of 
May 20, left estate valued at 
£47,034 (£39,201 net). 


From The London Gazette of 
June 24: Territorial Ariny, 
Engineer and Railway  Siafi 
Corps: Colonel Sir George W. 





cluding, in due course, the . iMfadern Teameper Humphreys, K.B.E., r.D. 
Pic idilly and Hampstead lines, Mr. Ps FP. Thomas M.Inst.C.E., resigns his commis- 





ind subsequently of the Central General Manager (Railways), London Passenger sion and retains his rank, with ie 
London & City and South Transport Board, 1933-38 permission to wear the prescribed ea 
London lines, also. In 1915 Mr. uniform (June 25). Psi 
Thomas became General Superinten Board in 1933 Mr. Thomas was ap- aaa 2 
dent, London General Omnibus Com- pointed General Manager (Railways). It is with regret that we have to 
pany, and in 1919 was appointed Assis- : = announce the death in Buenos Aires on 
tant Operating Manager of the railways We regret to record the death on May 18, of Mr. C. H. Jukes, Chief of 
and buses. In 1921 he received the June 23 ct Mr. A. Clement Edwards, the Statistics Department, Central 
appointment of Operating Manager, the barrister, who was associated with Argentine Railway. He was born in 
Railways, under the revised Under- Mr. John Burns in the organisation of London in 1888, and received his pre- 
ground reorganisation. On the forma- the dock strike of 1889, and afterwards liminary training in the head office of 


tion of the London Passenger Transport interested himself in trade union cases. the West of India Portuguese Guaran- 
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Members of the Retired Railway Officers’ Society, and guests, during their summer outing on the Thames 
R. Russell] (see paragraph on page 40) [Windsor 
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teed Railway Co. Ltd. In 1909, he 


joined the administration staff of the 
Central Argentine Railway at Buenos 
Aires, and subsequently gained ex- 
perience in outdoor traffic and station 
worki but later returned to the ad- 


ministration. In 1916 he was trans- 
ferred to the Statistics Department, of 
which he was appointed Chief Assistant 


in 1920, and in July, 1923, was pro- 
moted Chief of the department. 


The late Mr. L. Ennis, Managing 
of Dorman, Long & Co. Ltd., 


Direct 
whose death on May 5 was recorded in 
our issue of May 13, left estate valued 


at £37,458 (£37,236 net). 


We regret to record the death on 


May 13, at the age of 65, of Colonel 
H. Pope, V.D., C.B., Commissioner of 
Railw ‘vs in Western Australia from 
1919 to 1928. 


T] London Gazette of June 28 
announces that the King has awarded 
the Edward Medal in silver to Harold 
Gleave, railway porter, for saving the 
life of Mr. M. J. Gaughan, an 
American passenger, who fell in front 
of an incoming train at Warrington, 
Bank Quay, L.M.S.R., in April last. 


[INDIAN RAILWAY STAFF CHANGES 

Lt.-Colonel C. F. Carson, M.C., R.E., 
Agent, N.W.R. has been granted four 
months’ leave as from May 10. 

Mr. ]. Mackinnon, Chief Engineer, 
has been appointed to officiate as Agent 
during Lt.-Colonel Carson’s absence. 

Mr. E. B. N. Taylor, Senior Govern- 
ment Inspector of Railways, Circle 
No. 4 (Lahore), has been appointed to 
officiate as Chief Engineer, N.W.R., in 
place of Mr. Mackinnon. 

Mr. P. W. Wilton Davies has been 
appointed to officiate as Senior Govern- 
ment Inspector in lieu of Mr. Taylor. 

Mr. T. N. Kunzru on return from 
leave has been appointed Deputy Chief 
Engineer, N.W.R., in place of Mr. 
Wilton Davies. 

Rai Bahadur N. C. Ghosh, Divisional 
Superintendent, E.I.R., has _ been 
granted 7? months’ leave as from 
May 12. 

Mr. J. C. Rose has been confirmed 
as Chief Commercial Manager, E.I.R. 

Mr. S. F. Ahmed has been appointed 
to officiate as Deputy Chief Engineer, 
E.1.R., as from May 7. 

Mr. R. Mair has been appointed to 
officiate as Divisional Superintendent, 
E.I.R., as from May 12. 

Mr. T. C. Hales, V.D., Divisional 
Superintendent, N.W.R., has_ been 
granted four months’ leave as from 
May 30. 

Mr. A. F. Wilson, Chief Electrical 
Engineer, M. & S.M.R., has been 
granted leave preparatory to retirement 
with effect from June 16. 

Mr. A. F. Clay has been appointed 
to act in Mr. Wilson’s place as Chief 
Electrical Engineer. 

Mr. W. H. H. Young has been con- 
firmed as Chief Operating Superinten- 


dent, E.I.R. 
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New Tube Rolling Stock, London Passenger 
Transport Board 


(Continued from page 30) 


which has been effected by the use of 
rebated glass. Electric heaters are situ- 
ated at various points beneath the seats 
and are fed from the 600-volt traction 
supply. The lighting is by 45-watt, 
high-efficiency, parallel-burning lamps 
on a 50-volt supply, taken from a 
5-kW. motor generator on every driving 
motor car. Lighting fittings have been 
specially designed, and consist of fluted 
oblong shades housed in chromium- 
plated frames and located in a line at 
each Side of the centre roof section. 

Automatic couplers are provided at 
the driving ends of all driving motor 
cars, but at all other points semi-per- 
manent bar couplings are used, with 
central buffing zear. The automatic 
couplers are of the Wedglock pattern 
and effect instantaneous and automatic 
coupling of the mechanical, electrical, 
and pneumatic connections. The lock- 
ing between coupler heads is carried out 
by wedge-shaped members operated by 
air cylinders; wear being automatically 
taken up, absolutely tight locking is 
always obtained in every direction. A 
positive action by the control apparatus 
is required to withdraw the locking 
members, and failure of air supply 
would result merely in the coupler 
heads separating by about } in. without 
actually uncoupling. As a_ safety 
measure, both sides of uncoupling con- 
trol coils are always at earth potential 
except when actually in use, thus ren- 
dering accidental uncoupling virtually 
impossible. Other features of interest 
are the cylindrical shaped covers (which 
rotate automatically when the cars are 
coupled, and serve to protect the elec- 
trical studs from the weather), and the 
centering levers (automatically locking 
every coupler bead in the central posi- 
tion ready for coupling on straight track 
or on such curves as are to be found 
at normal coupling points). The 
couplers can be de-centred by hand to 
permit of coupling at more difficult 
positions such as reverse curves. 

The control of the couplers is from 
push-buttons in the driver’s cab, com- 


municating through electro-pneumatic 
valves with pneumatically-operated- 


camshaft units; two such units operate 
simultaneously on adjacent cars during 
the coupling or uncoupling operation. 
The camshaft operates a series of pop- 
pet valves mounted on an air chest in 
individual detachable valve blocks, and 
a combination of fixed and ratchet 
cams enables the train line and reser- 
voir line valves, the trip cock isolating 
valve, and the automatic coupler wedge 
locking cylinder valves to be operated 
in correct sequence by movement of the 
camshaft when coupling or uncoupling. 
Provision is also made for resetting 
automatically the trip cocks on un- 
coupling two portions of a train. There 
are 32 electrical connections taken 
through the auto-coupler, of which 30 


are train wires and the remainder are 
used for the operation of the coupler 
itself. No power buslines between cars 
are provided, but the semi-permanent 
jumpers between cars in a unit carry 
in all 40 wires for the operation of the 
traction control and auxiliary circuits, 
10 of which are used for functions con- 
tained in the unit. Self-parking wind- 
screen wipers are provided in the cabs 
of all driving motor cars. Positive and 
negative shoe gear is fitted on each 
truck of all motor cars, the positive 
attached to beams carried between the 
axleboxes and the negative suspended 
from the motor frame. 


Bogies and Brakes 

The bogies have frames of all-welded 
steel construction with side frame 
plates 4 in. thick and centre transom 
plates ? in. thick. The transoms and 
the spring bolster extend sideways be- 
yond the centre line of the main frame 
plates, which are in two separate 
lengths down each side connected by 
a curved and braced centre portion. 
The pivot centre and bolster are not 
located at the centre of the wheelbase, 
but at 3 ft. 6 in. from the outer axle 
and 2 ft. 9 in. from the inner axle 
The centre pivots are of the taper 
roller bearing type and the side bearers 
of the plain roller type. The traction 
motor on each bogie is carried on the 
inner axle, an arrangement’ that 
enables 58 per cent. of the car weight 
to rank as adhesive. The motor wheels 
have spoked centres of high tensil 
cast steel, and the trailer wheels are 
solid forged wheels of the retyrable 
pattern. 

The brake fitted to these cars is the 


Westinghouse self-lapping interlocked 
electro-pneumatic type, operated at 
50 volts, with automatic retardation 


control. The self-lapping brake valve 
causes the brake cylinder pressure to 
correspond to the position to which the 
brake valve handle is moved. Amongst 
its principal characteristics are light- 
ness and sensitivity of control, any 
desired increase or decrease in brake 
force being obtained simply by slight 
movement of the handle. The retarda- 


tion controller is a mercury switch 
automatically controlling the maxi- 


mum braking available in two stages. 
Upon the driver initiating a heavy 
brake application the retardation 
rapidly increases until a certain pre- 
determined value is reached. At this 
stage the retardation controller pre- 


vents any further increase in brake 
force. The retardation, however, in- 
creases, due to the increased friction 


values at lower speeds, until a higher 
value has been reached, when the con- 
troller reduces the air pressure in the 
cylinders until the effective retardation 
comes within safe limits. These fea- 
tures are superimposed upon. the 
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Westinghouse automatic air brake (with 
quick acting triple valve) which is 
retained so that emergency braking, in 
the event of a breakaway or any elec- 
trical failure, will always be available. 

[he brake cylinder installation is 
also novel. Instead of the usual sys 
tem of having one cylinder connected 
to biccks on all wheels through brake 
rigging, one small cylinder is provided 
for each brake block. These cylinders 
incorporate automatic slack adjusters 
for taking up the wear of the block, 
and provide a more efficient method 
of applying the load to the blocks by 
éliminating due to the large 
number of levers and pins in the usual 
rigging. The general effect of this sys 
tem is to give very sensitive control 
and to provide smooth braking from 
high speeds at a high rate of retarda 
tion which is not readily possible by 
in entirely manually controlled brake. 


losses 


Electrical Equipment 

To expedite 
builders’ 
gear for 
heating, 


production at the car 
the auxiliary control 
items as compressor 
lighting, and motor 
generator are housed in specially de- 
signed boxes which are 


works, 
such 
brakes 


despatched * 


the works ready wired The electri 
traction equipment is of the P.C.M 
type redesigned and adapted for use 
in the small space available under- 
neath these cars. This equipment is 
built into two units, both of which 
are completely erected and wired in 
ternally before despatch to the car 
builders’ works. This arrangement 
reduces the erection time on the cars 


to a minimum and is essential to main 
tain the high rate of delivery of cars, 


which will reach a maximum of 11 cars 
a week 

[The P.C.M. system consists of a 
number of air-operated units con 
trolled by magnet valves By an 
arrangement of motor and resistance 
circuits, the camshaft controller is 
arranged to cut out resistance during 
series accelerating by rotating in one 
direction, and after transition from 


series to parallel, reverses its direction 
to cut out the resistance again in 
returning to its ‘‘ off’’ position. The 
camshaft controller is driven by a 


pneumatic engine consisting of two 
cylinders, the pistons of which are 


connected by a rack. Oil under pres- 
sure is used to drive the camshaft for- 
ward, and air pressure returns it to 
the ‘‘ off ’’ position. A star wheel ‘s 
included in the mechanism, the roller 
arm of which is locked electrically by 


the accelerating relay and_ released 
under current control, thus enabling 
the camshaft to advance positively 


step by step. 
A series-parallel 
provided, 


switch is 
electro 


transfer 
consisting of an 
pneumatic switch with a single air 
cylinder operating three contactors 
through cam surfaces; one contactor is 
normally open, and the other two 
normally closed. The operation of 
three contacts by a single unit ensures 
a quick positive transition without the 
need for interlocking. The followinz 
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running characteristics are  avail- 
able :— 


(a) Inching or shunting: Full field with 
motors in series and all resistance cut in. 

(b) Series : Full field with all resistance cut oc 

(c) Parallel: Full field with all resistance cut 
out. 

(d) Parallel: Weak field. 

The master controller is of the 
geared pattern and has a reverse drum 
with one reverse,’ one ‘‘ off’’ and 
two ‘‘ forward ’’ positions, controlled 
by the operation of the driver’s for- 
ward and reverse key. ‘‘ Forward 
(1) ’’ produces a rate of acceleration 
suitable for open running in wet con- 
ditions of rail, while ‘‘ Forward (2) ’’ 
produces a higher rate of acceleration 
suitable for tunnel or dry rail opera 
tion. The “ off’’ position locks the 
main drum and handle, and the first 
reverse position gives the lower rate of 
acceleration. Tappings are provided 
on the field shunting resistances giving 
75 per cent., 70 per cent., 65 per cent., 
and 60 per cent., motor field strength, 
and the field shunting is taken in two 
steps. No weak field notch is pro- 
vided on the master controller, but a 
weak field switch is incorporated in 
the marker light unit. This switch 
when closed shows a metal flag behind 
the cab window over the marker light 


unit, thus indicating whether’ the 
shunted field feature is in use or not, 
and energises the field shunting train 


wire from the full parallel finger in thy 
master controller. 


The acceleration is automatic, and 
the master controller may be moved 
directly to the full parallel position, 
the P.C. controller notching up to the 


required position under the control of 
an accelerating relay. With the weak 


field switch closed and after full 
parallel has been reached, the inter 
mediate weak field notch is taken 
under the control of the acceleratinz 


relay, the final weak field being under 


the control of a field shunt relay. All 
the traction control circuits are 
operated from a  50-volt supply 


obtained from the motor generator set. 
Two line switches are provided which 
are operated direct from the master 
controller by magnet valves, and these 
carry out all the main current break- 
ing, the cam-operated _ resistance 
switches on the P.C. controller never 
being called upon to break under load. 

An overload relay is fitted with shunt 
trip and reset coils, and can be con- 
trolled by push-button from the driver’s 
cab. The series coils on the relay 
operate on a common trip element, the 
two coils, one positive and one nega- 
tive, giving full protection to both 
motors under all operating conditions. 
The accelerating relay has two series 
coils, one in each motor circuit, so that 
the notching current in parallel is the 
mean of the two motor currents. A 
lift coil energised by contacts on the 
P.C. controller and transfer switch en- 
sures that the relay is lifted between 
each notch, while a “‘ rate ’’ coil with a 
calibrating resistance enables the lower 
rate of acceleration to be obtained. 
The polarities of the above coils are 
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such that they are additive. 


Ch ‘ : : stop 
coil is used in conjunction with the 
P.C. controller so as to prevent its 
operation when the master roller 

on the shunting notch, and also 


available for checking the pri ss of 


notching when desired by returning the 
controller handle to the shunting notch. 

All driving motor cars are fitte:! with 
a 5-kW., 600—50-volt motor geijcrator 
set, together with a 46-volt 56 arp.-hr. 
battery which floats across the ply. 


This combination supplies curr: for 


lighting, traction control, and all 4 uxili- 
ary control purposes. In the event of 
a motor generator set failing the 
battery continues to supply all traction 
and auxiliary control circuits da 
smal] proportion of the lighting on each 


car. On each non-driving trailer and 
non-driving motor car is a rotar 


) 1 vpe 
compressor delivering 24 cu. ft. of free 
air per min. against a_ pressu of 
90/100 lb. per sq. in. These m- 


pressors are synchronised and supply 
all the air required for brake, ors 
and traction control operation. 


The main contractors for these 1,066 
new cars are as follow :— 

Builders : Metropolitan-Cammell Carria & 
Wagon Co. Ltd. and Birmingham Railway 
Carriage & Wagon Co. Ltd 

rraction equipment: British Thomson us 
ton Co. Ltd. 

Wiring of traction and all auxiliary equip 
British Thomson-Houston Co. Ltd 

Motors : General Electric Co. Ltd. and (¢ 
ton Parkinson Limited 
The principal sub-contractors are :— 

Brake equipment: Westinghouse’ bra x 


Signal Co. Ltd 
Door equipment : G. D. Peters & Co. Ltd 
Lightalloys Lin 


Hoffmann M 


Sliding and swing doors : 
Suspension bearing sleeves : 


facturing Co. Ltd. 

Roller bearing axleboxes: Hoffmann M 
facturing Co. Ltd. and Skefko Ball Bearing 
Co. Ltd 

Centre pivot roller bearings British Timket 


Limited 

fraction gears : Metropolitan-Vickers Electrical 
Co. Ltd. and A. Wiseman Limited. 

Laminated springs: Jonas Woodhead & Sons 
Limited. 

Coil springs: Willford & Co. Ltd. and English 
Steel Corporation Limited. 

Speedometers : Everett, Edgcumbe & Co. Ltd. 
and Evershed & Vignoles Limited. 

Lighting fittings, tail lamps, and 
door  push-buttons : Benjamin 
Limited 

Compressors: B. A. 
Ltd. 

Multi-point connection boxes and auxiliary con 
trol gear cases: Patent Lighting Co. Ltd. 
Auxiliary contactors: Electrical Apparatus 

Co. Ltd. 
Drivers’ and guards’ loud-speaker equipment 
Clifford & Snell Limited. 
Fire extinguishers : Valor Co. Ltd. 
Windscreen wipers: Klaxon Limited. 
Batteries : Young Accumulator Co. Ltd. 
Car heaters : General Electric Co. Ltd. 
Special glass: Pilkington Bros. Ltd. 
Advertisement frames: G. Beaton & Son Ltd 
Moquette: J. Holdsworth & Co. Ltd. and 
Lister & Co. Ltd. 


passenger 


Electri 


Holland Engineering Co 








INCREASE IN AMERICAN PULLMAN 
FARES AUTHORISED BY _ I.C.C.—The 
Interstate Commerce Commission has 
authorised an increase of 5 per cent. 
in the Pullman rates, effective at ten 
days’ notice, states a Reuters message 
from New York. 
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East Indian Railway Officers’ Dinner 


The h East Indian Railway Offi- 
cers’ I r was held on Friday, June 24, 
at tl frocadero Restaurant, with 
Mr. A von, V.D., in the chair. There 
/ resent, a very good attendance, 


were 7° 
is th <imum number ever recorded 
it this ner was 95, and the minimum 
65. It significant that of 70 retired 


office! vailable, 49 were present this 


veal 70) per cent., whereas of 39, on 
leave ittended, or 28 per cent. Also 
ther ppened to be no fewer than 
sevel ist or present chief mechanical 
engineers of various railways and coun- 
tries the dinner—Colonel A. W. 
Rend Messrs. R, E. L. Maunsell, 
4. C. Carr, W. J. Tomes, G. R. G. Hud- 
dleston, A, S. Bobby, and A. Devon. 


flicers present who are on leave were 
Mes D, Bamjee, A. F. A. Blewitt, H. L- 
Howe, R. A. Saunders 


Cart }. L. Halpin, H 
Tac C. Pearce, W. J. Smith, R. C. Sood, 
G, W ind R. J. L. Whitby. 

| tired officers and guests were : Messrs. 
H. kx Bamber, V. H. Boalth, A. S. Bobby, 
“ee jolton, F. S. Bond, Dr. R. D. Brinton, 
Mes W..H. Burnand, A..C.. Carr, W. C. 
Cart Capt. C. Clarke, Sir George Colvin, 

J. T. Derry, A. Devon, G. C. Devon, 

R. | r, S. T. Dutton (Secretary). 

S mes Dunean Elliot, Messrs. H. G. 
I n, C. Eyers, J. Fitzpatrick, Dr. E. W. 
G Messrs. A. R. Gundry, P. Hackforth, 
H. W. C. Halpin, Sir Hugh Hannay, Messrs. 
E. J. Harris, J. Hecquet, Sir Clement Hindley, 


Mr. S. S. Hodson, Dr. B. W. Holmes, Mr. J. H. 
i , Capt. E. W. Huddleston, Lt.-Col. 
G. H lleston, Mr. G. R. G. Huddleston, Capt. 
W. B. Huddleston, Mr. H. B. Huddleston. 
Messrs. F. Powell, G. Leeson, J. A. Kav, 
R. | Maunsell, R. F. McAllister, J. E. Monk, 
M P. G. Murray, H. F. Pearce, W. E. 
B. V. Radley, W. S. Rashleigh, 


( wa 


Rendell, Messrs. F. E. Robertson, 
|. D. Rogers, E. Rogerson. 

M s. B. Severs, F. A. Sherriff, A. Slater, 
M 3. Temple, Messrs. W. J. Tomes, A. V. 
Venables, H. C. Wallace, Sir Harry Waters, 
Messrs. W. J. Walters, W. G. Wheatley, 

\. White, A. E. Williams, 


R. b. H. Whitby, T. 
C. G. Young, and H. H. Yule. 

\fter the loyal toast, the Chairman 
proposed that of the East Indian Rail- 
way He mentioned that his service 
began on a State Railway, the North 
Western, and ended on a State line, the 
East Indian, and recounted some of his 


best-remembered experiences. One was 
at a demonstration to Mr. Robertson 

who had been sent out from home to 
report upon Indian railways—by Messrs. 


List and Morse, North Western engin- 


eers, of their well-known system of 
signalling. Mr. Morse had explained 
that when the home signal was thrown 
to danger the distant also went back, 


but unfortunately at the demonstration 
it failed to do sO. The stationmaster 
tactlessly chipped in with ‘ Oh, sir, it 
too often happens that it does not fly 
When the Duke of Connaught was 
travelling by night to Rawalpindi, 
Mr. Devon, as D.L.O., was on the foot- 
plate Looking back, he noticed a hot 
box on the train, which was found upon 
examination to be under H.R.H.’s com- 
partment. This presented a difficult 
problem, as it was ebviously unwise to 
ich the vehicle and wake the royal 
eller for a change into ‘another; and, 

ng to early engagements in the 
morning, stnict timekeeping had been 


enjoined,. So, at the driver’s suggestion, 
the train proceeded with a carriage and 
wagon oiler lying on the footboard 
pouring oil on the hot journal, and 
Rawalpindi was reached on time. The 
speaker believed the Duke knew nothing 
about it to that day. 

After other amusing anecdotes, Mr. 
Devon concluded by saying that the 
E.I.R. had given him a full and happy 
life, due to the camaraderie always in 
evidence among its officers as enshrined 
in their annual dinner. 

Later the Chairman proposed the 
health of the guests, coupled with the 
name of Major Temple. Replying, Major 
Temple expressed their thanks for the 
hospitality and toast. He explained 
that, as a member of the staff of, first, 
The Pioneer, then The Civil and Military 
Gazette, and finally on The Sind Gazette, 
he had watched a great achievement in 
India as represented by the railway 
officers present. He rejoiced in British 
insularity as exemplified by the tradi- 
tions and culture they took out to 
India, preserving them there as an 


35 


island in the sea of Indian conditions. 
Here, too, they were islanders, having 
seen much and brought back much 
from the East that contributed to 
Imperial stability and helped to pre- 
serve their culture in a sea of European 
turmoil and ideological ideas. It was 
this element of stability in those who 
had served abroad that was so valuable 
to the country. Major Temple also em- 
phasised that the decisive era of the 
railway age had transformed and up- 
lifted all parts of India. Continuing, he 
said: ‘‘ You have built up one of the 
most wonderful railway systems in the 
world and have taught Indians to carry 
on the traditions of that system. I hope 
room will be found for both British and 
Indian culture, side by side, and that 
your labours will leave in India a 
monument of which we all may be 
proud.” 

The Chairman finally, and in most 
eulogistic terms, proposed the toast of 


the indefatigable Dinner Secretary, 
“Sammy Dutton,” a toast that was 
heartily accorded musical honours. 


Mr. Dutton suitably replied; he is 
certainly to be congratulated on the 
most excellent and well-managed dinner, 








Royal Air Force Recruitment 


Sir Kingsley Wood, Secretary of 
State for Air, and the Air Council have 
decided to take the most vigorous steps 
to obtain the record number of pilots, 
observers and tradesmen required from 
July onwards by the R.A.F. expansion 
programme. 

The total entries required during the 
present financial year will exceed 31,000, 
made up as follows: 


Pilots és : 2,100 
Observers ... a la “— 550 
rradesmen and unskilled men 26,000 
Boys one one ... 3,000 


Sir Kingsley Wood now asks for the 
full support of the public to ensure 
that the necessary entries are regularly 
obtained in the different classes each 
month. Applications are accordingly 
invited from candidates who have the 


the classes shown. They may be 
addressed to the Under Secretary of 
State, Air Ministry, London, W.C.2; or 
tv Royal Air Force recruiting offices 
in many provincial towns. Envelopes 
should be marked “ Pilots,’’ ‘‘ Ob- 
servers,’ or ‘‘ Airmen ’’ according to 
the Class of application. The age limit 
for pilots is 174 to 25 years; for air 
observers 18} to 25; and for airmen 
(with limited exceptions) 17} to 35. 
Among the classes of skilled men re- 
quired are fitters and metal workers, 
flight mechanics and riggers, armourers, 
wireless operators, electricians, instru- 
ment repairers, and photographers. 
Unskilled men are being recruited as 
aircraft hands, and on acceptance are 
given the opportunity of being selected 
for training in a number of trades after 








necessary qualifications for entry in serving for about a year. 
IRON AND STEEL TRAFFIC ON RAII and £10,000,000, making a total of 


ways,—lIn the course of an address to 
the Middlesbrough Rotary Club yester 
day on “‘ The Iron and Steel Industry as 
a Consumer of Transport,’’ Mr. Arthur 
C. W. Impey, Transport Manager of 
Dorman, Long & Co. Ltd. stated that 
from the raw mineral to the finished 
product the industry represented to the 
railways 25 per cent. of the total 
tonnage carried and 19 per cent. of 
total receipts. Allied to the iron and 
steel industry was an enormous Coal 
and coke production and consumption 
of 30,000,000 tons annually. In addi- 
tion, there were ironstone and lime- 
stone. These materials yielded 44,500,000 
tons of traffic to the railways and 
seven million pounds in carriage. Pig 
iron, semi-finished, and finished steel, 
represented another 24,000,000 tons 


nearly 70,000,000 tons of material and 
approximately £18,000,000 in receipts. 
From start to finish the cost of rail 
transport on every ton of steel delivered 
to inland destinations averaged 26s. a 
ton, which was a heavy percentage of 
the ruling price of £8 to £10 a ton. 
Mr. Impey emphasised the degree to 
which the iron and steel industry had to 
rely upon the railways for adequate 
rolling stock, without which costs of 
production were greatly increased. The 
railways had endeavoured to give to 
the industry special and continuous 
consideration. Railway vehicles for 
carrying rails, bridgework, and fabricated 
constructional steelwork cost very large 
sums, ranging from £500 to £1,200. 
Certain special vehicles cost several 
thousands of pounds. 
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P.W.I. Summer Convention in Germany 


Annual summer dinner 


Visits to railway and Reichsautobahn places of 


interest—Dr. Dorpmiiller at Giirzenich Hall dinner 


At the annual general meeting of the 
Permanent Way Institution in January 
last, it was proposed that the 1938 
summer convention should be held in 
Germany, with headquarters at 
Cologne. Dr. Dorpmiiller, German 
Minister of Transport and General 
Manager of the Reichsbahn, was 
approached, and he readily accorded 
facilities for inspecting various features 
of the German railways, and also 
kindly granted free travel facilities in 
Germany to members participating in 
the convention. The party, which 
numbers some 205 members and their 
ladies, left Victoria station, London, on 
Friday morning last (June 24) and 
travelled via Dover, Ostend, and the 
Belgian National Railways to the 
German frontier. The Southern Rail 
way, the Belgian Government Mail 
Steamers, and the Belgian National 
Railways, all assisted in various ways 
by the provision of special accommo- 
dation and the granting of reduced 
rates of travel. Among those partici 
pating are: 

Messrs. Raymond Carpmael, Chief Engineer, 
G.W.R., and President of the P.W.1.; W. kK. 
Wallace, Chief Engineer, L.M.S.R., and Past 
President of the P.W.I.; S. E. McLewin, 
Secretary, P.W.1.; H. Janes, Assistant Secre 
tary, P.W.1., and Secretary of the Convention 
Committee ; D. R. Bennett, Southern Railway ; 


G. F, Egan, S.L. & N.C.R.; W. S. Every, 
L.P.T.B.; R. W. Gairns, L.M.S.R.; R. Gour 
lev, L.M.S.R.; W. Hepworth, L.M.S.R.; 
l Lake, G.W.R.; Charles E. Lee, THe Rat 

way Gazetre; T. R. Leonard, Great Southern 


Railways, Eire; C. A. G. Linton, Southern 
Railway; A. H. MeMurdo, L.M.S.R.; J. N. 
Peck, L.M.S.R.; C. E. R. Sherrington, Secre 
tary, Railway Research Service; H. S. Bb. 
Whitley, G.W.R.; W. A. Willox, THe Rattway 
(;AZETTI 

On arrival at Aachen on Friday the 
party was taken in charge of Reichs 
bahn officials, and passport and 
customs formalities expedited; inciden- 
tally, by courtesy of Dr. Dorpmiiller, 
the German visa was waived. Satur- 
day morning was left free in Cologne, 
excepting for a meeting of members of 
council. At 2.30 the party was greeted 
in the Eastern Congress Room of the 
Congress House (near the Exhibition, 
on the Deutz side of the River Rhine) 
on behalf of the City of Cologne. Dr. 
Schmidt, the Biirgermeister, was unfor- 
tunately unable to be present. Dr. 
Becker gave a short address on the his- 
tory and modern developments of the 
City of Cologne, stressing the idealism 
underlying present-day achievements, 
and emphasising that modern Ger- 
many was far too much engrossed with 
the war on poverty to have any time 
or inclination for foreign conflict. This 
was followed by the summer general 
meeting of the institution, at which Mr. 
Carpmael presided. Routine business 
included receiving the Honorary Trea- 
surer’s report, the Honorary Editor's 
report, and the adoption of the last 
Saturday in January next as the date 
of the next general meeting, which is to 


be held in London at the premises of 
the Institution of Civil Engineers. 
The President then presented medals 
and prizes awarded in connection with 
the 1937 papers. 


Annual Summer Dinner 


On Saturday evening the annual sum 
mer dinner of the institution was held 
at the Terrace Restaurant, Exhibition 
Building, under the presidency of Mr. 
Carpmael, when various German guests 
were present, including Dr.-Ing. Remy, 
President, Cologne Division of the 
Reichsbahn; and Dr. Becker. The 
toasts of ‘‘ The Fiihrer’’ and ‘‘ H.M. 
The King’’ were received with 
enthusiasm. 

Dr. Remy then proposed “‘ The Per- 
manent Way Institution.’’ He said that 
it was always a pleasure to greet the 
representatives of a British technical 
institution, for British societies were in 
many ways an example to the whole 
world. In Germany the visitors would 
find constructional methods often dif- 
fering from those obtaining in Great 
Britain—frequently to meet different 
conditions—but Germany nevertheless 
followed the progress in every branch 
of technical development throughout 
the world, and was always pleased to 
afford visitors from other countries the 
opportunity of seeing what was being 
achieved in the Reich. Especially 
were visitors from Great Britain wel- 
come, as nothing but good could result 
from the mental co-operation of two 
great peoples. He hoped the visitors 
would leave Germany convinced of the 
desire of the whole country for peace- 
ful progress, and he assured them that 
every German railwayman hoped to 
make the institution’s convention a 
pleasant and memorable visit to the 
Rhineland. 

Mr. Carpmael, in responding, said 
that Dr. Remy had paid the institu- 
tion the compliment of linking it with 
British railways as a whole. The 
Permanent Way Institution was a 
standing tribute to the belief of its 
members in the value of co-operation, 
and on the educational side it dealt 
with both the theoretical and practical 
aspects; some of its papers had become 
virtually standard works on permanent 
way. The Great Western Railway had 
begun educational classes indepen- 
dently but these were now co-ordi- 
nated with the P.W.I. The thirst for 
knowledge of affairs beyond the limits 
of Great Britain was exemplified by 
the fact that the institution had 
visited France in 1914 and 1931, Bel- 
gium in 1921, and was now in Ger- 
many. There was considerable value 
in Continental conferences, not only 
to the Permanent Way Institution but 
to railway administrations as a whole, 
and he looked upon them moreover as 
contributions to the peace of the 
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world. Mr. Carpmael then expr ‘sseq 
the thanks of the institution to Dr. 
Dorpmiiiler and to all in the Cclcgne 
Division who had given time in pre- 


paring for the trip, especiall Dr. 
Remy. This vote of thanks wa; car- 
ried with acclamation, and Dr my 


was accorded musical honours. 

Mr. W. K. Wallace offered the ¢ 5ast 
of ‘‘ The Lord Mayor and Corpor: tion 
of the City of Cologne.’’ He spol» of 
its proud history and fortunate la- 
tion as a transport centre, and aid 
that from what had been seen of the 
quality of its citizens it was obvious 


that the city had not suffered {rom 
decline. Commercial relations itk 
Great Britain were both of consi: ‘er- 
able antiquity and great extent, ind 
in the former connection it would be 
remembered that the Hanseatic Lea- ue 


established an important London 
trading centre in Cannon Street. It 
had been pointed out earlier in ihe 
day, that the present aspirations of 
the city were represented by _ its 
modern buildings. 

Herr Bonner replied in German and 
pointed out the connection between 
England and Cologne which was pect 
petuated in the arms of the City, which 
included representations both of the 
Three Kings and also of the 11,000 
virgins headed by Saint Ursula of 
England. 

Mr. C. E. R. Sherrington, speaking 
in German, proposed the toast of ‘‘ Our 
Guests "’ and spoke of the high regard 
in which the German railways were held 
in Great Britain. Herr H. Seydel, 
General Representative in London of 
the Reichsbahn, replied. 

The whole of Sunday was devoted 
te a motorcoach tour and river trip 
kindly provided by the Reichsbahn, 
and ably directed and organised by 
Reichsbahnrat Herbert Haupt of the 
Cologne Division, who personally super- 
vised the whole of the arrangements. 
The party travelled by diesel motor- 
coach to Bonn along the autobahn and 
thence to the Nirburg Ring (motor 
racing track) in the volcanic Eifel 
region, and on to the Mosel Valley. 
Lunch was served at Kochem, and the 
journey was afterwards through the 
Hunsruck Forest to Bacharach on the 
Rhine. From here a Rhine steamer 
provided the transport to Koblenz, and 
the final stage of the return to Cologne 
was made by motorcoach’ via 
Andernach. 

On Monday the male section of the 
party travelled by special train to 
Hamm for a visit of inspection to the 
marshalling yards. On arrival the 
members were received by Reichsbahn- 
oberbaurat Neumann on behalf of the 
President of the Essen Division. He 
said that the whole world was indebted 
to England for the invention of the 
steam locomotive and for the earliest 
railway signalling. It was therefore 
with more than usual pleasure that he 
was able to show to a British party an 
important German invention, namely, 
that of the hydraulic rail brake devised 
by Dr. Frélich and introduced at 
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Hamm October, 1925. The party 
then d d into four groups and in- 
spected control cabins during actual 
shuntin; erations. 

Tuesd was devoted to an excursion 
in. whi opportunities were afforded 
for vit x by motorcoach the Auto- 
bahne) Oberhausen and Diisseldorf, 
and O ausen station—typical of 
moder erman practice—in which 
welded struction is used extensively, 
ind t ircuiting enables expedi- 
tious t! handling to be controlled 
from « ignal box. 

teichsbahn Reception 

On Tuesday evening the members of 
the cé ention were honoured by a 
recepti given by Dr. Remy in the 
magnificent Giirzenich Hall, built in 
1441-52 and probably the finest of the 
ancient secular edifices of Cologne. 
This followed by a dinner at which 
Dr. Dorpmiller, Minister of Trans- 
port id General Manager of the 
Reichsbahn, welcomed the members of 


the institution in a short speech de- 


livered both English and German. 
He thanked Dr. Schmidt, the Senior 


Biirgermeister of the City of Cologne, 
for placing the Giirzenich Hall at their 
disp and referred to the previous 
visits of representatives of British 
transport to Germany. In 1926 100 


Students’ 
whom 


members of the Railway 


Association came to Germany, 

he received in Berlin. Still more lively 
were his recollections of the visits in 
1936 and 1937 of the Institute of Trans- 
port, the Institution of Railway Signal 
Engineers, and the Institution of Loco- 
motive Engineers. 


Only a few weeks ago the Institution 


of Locomotive Engineers received a 
delegation of German locomotive en- 
gineel whom he accompanied to 
Glasgow Not only had they the 
pleasure of visiting Scotland and the 
Empire Exhibition, but they were also 
ible to gather knowledge of recent 
sritish technical progress. He was 
therefore very happy that the Per- 
mane Way Institution had selected 
his country for its summer meet- 
lag and that its members had come to 
Cologne, one of the most vital trans- 
port centres ot Germany. 

For many years he was _ personally 


connected with the permanent way sec- 
tion the Reichsbahn at Essen, where 
he had been following his father’s foot- 


steps, whose knowledge was directed 
towards the advancement of railway 
engineering, more particularly _ per- 
manent way. They were all fully 
aware to what extent the speed, reli- 


ability, and safety of railways depended 
upon the permanent way. As Reich 
Minister of Transport he was _ fully 
iware that the rapid development of all 
means of transport today did not rely 
On separated departments. He had 
been happy in 1937 ‘to welcome road 
representatives of Great Britain as well 
as the British Minister of Transport, 


Dr. Burgin, during their visit to the 
Reichsautobahnen, which were so 
closely connected with railway 
administration. ; 


the 
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After referring to the visits made by 


the party during the convention, Dr. 
Dorpmiiller expressed the hope that the 
present trip would prove as interesting 
as former visits paid by their country- 
men, 
return home with happy memories of 
the visit and that evening, and the 
many 
been made. 


and that the members would 


personal friendships: that had 

Mr. Carpmael, the President, reply- 
ing, referred to the technical value of 
visits such as the present one and also 
to their value in promoting friendly 
relations between nations. He referred 


also to Dr. Becker’s speech on Satur- 


day, when he told them that the Ger 
man Leader and State Chancellor was 
not a dictator but, in the truest sense 
of the word,a leader. What greater 
praise could any man have? After 
many years of experience of British 
railwaymen he was satisfied that their 
best qualities were developed by leader 
ship rather than dictatorship. He had 
no doubt that the success of the educa- 
tional classes fostered by the railways 


and the 
was due to the response to leadership. 
He considered that the technical per- 
sonal friendships made on these visits 
were of great mutual benefit. 


King ”’ 
national styles with musical honours. 
way 


railway 


37 


Permanent Way Institution 


Fiihrer’’ and ‘‘H.M. the 
were both toasted in respective 


‘« The 


On Wednesday a visit arranged by 
Reichsbahn officials to the permanent 
and signalling departments at 
Diisseldorf, and also to the Miingsten 
bridge which crosses’ the 
Wupper Valley at a height of 348 ft. 


and is the highest railway bridge in 
Germany. It 


has a total length of 
1,657 ft. and a centre arch of 560 ft. 
A visit was subsequently paid 


span. 
to the barrage at Remscheid in the 
Eschbach Valley. 

For Thursday various local visits 


were arranged in Cologne. We hope 
next week to publish further details 
of the concluding stages of the visit, 
and also a selection of photographs 
kindly taken by permission of the 
Reichsbahn. 








STAFF AND LABOUR MATTERS 


Decision of Chairman of the 
Railway Staff National Tribunal 


Decision No. 3 of the Chairman of 
the Railway Staff National Tribunal, 
dated June 21, 1938, deals with a claim 
“That all men working in cabins, 
whether open for 24 hours per day or 
less, should be paid in accordance with 
the terms of Appendix ‘O”’ of the 
Signalmen’s Agreement, dated May 1, 
1922,’ which reads as follows :— 

‘The final total number of marks 
thus obtained is to be divided by the 
number of hours the box is open on 
the day on which the marks are ascer 
tained.’’ 

The claim required decision on the 
basis of an agreed statement, signed on 
behalf of the National Union of Rail 
waymen and of the railway companies. 
The question was one of the inter 
pretation of existing agreements or 
decisions and the Chairman had, there- 
fore, no power to vary the agreements 
or decisions, but only to interpret them. 

Appendix ‘‘O”’ of the Agreement 
upon which the claim is based is headed 
—‘‘ Agreed system of assessing work 
done by signalmen for the purpose of 
fixing their rates of pay,’’ and the 
Chairman states in the Decision that he 
considers that both this wording and 
a consideration of the consequences 
which would obviousiy follow in many 
instances from the application of the 
marking system to cases in which a 
porter signalman is employed for a few 
hours only in signalling work, indicate 
that the Agreement is intended to apply 
to the grade of signalman only and not 
to men of other grades who may be 
sometimes employed in signalling work. 
This opinion is confirmed by the special 
arrangements made for other grades 
than porter signalmen employed simi- 
larly, namely, traffic regulators, relief 


signalmen, gatemen, and pointsmen. 
He considers, therefore, that the Agree 
ment on which this claim is based left 
the method of calculation for the pur- 
pose of determining the remuneration 
of other grades than signalmen to be 
settled by other agreements or arrange- 
ments, and finds, as a matter of inter- 
pretation, against the claim. 


Railway Wages 

Representatives of the four main-line 
railway companies met representatives 
of the National Union of Railwaymen, 
the Associated Society of Locomotive 
Engineers and Firemen, and the Rail- 
way Clerks’ Association in London on 
Tuesday for the purpose of hearing ap 
plications made by the trade unions 
for improvements in certain rates of 
pay and conditions of service. The 
trade union representatives explained 
the grounds of their claims, and the 
meeting was adjourned to enable the 
railway companies’ representatives to 
examine the position. 

Details of the claims submitted to 
the railway companies by the three rail 
way trade unions were published in our 
issue of May 


Q7 
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LARGER TURNTABLE AT LEEDS 
(NEVILLE H1LL) SHED.—To permit Gres- 
ley Pacific locomotives to be per- 
manently located at Leeds, Neville Hill, 
shed, the existing 55-ft. turntable 
at this depot is to be replaced by a 
70-ft. vacuum-operated appliance and 
at the same time certain of the stalls 
in the shed aré to be extended. On 
completion of these alterations the 
L.N.E.R. will, as a preliminary step, 
station five Pacifics at this shed. These 
locomotives will be used on the Leeds- 
Newcastle-Glasgow trains. 
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Argentine Railway Wage Reductions and Labour 
Agitation 


(By our special correspondent) 


During the first week in May, agita- 
tion against the wage reductions—simi- 
lar to that which had already occurred 
on the Buenos Ayres & Pacific Railway 
—manifested itself among the work- 
shops and outdoor staff of the Western 
Railway, a section of whom declared 
a 10-minute strike on May 3. As the 
men declared their intention of con- 
tinuing the stoppage on the next and 
succeeding days for gradually longer 
periods, the company notified the 
Director-General of Railways that it had 
been decided to close the shops and 
suspend the staff concerned in _ the 
movement, until further notice. In 
view of the defiant attitude of the 
majority of the men, not only towards 
the company, but also towards the 
Central Committee of the Union Ferro- 
viavia, which had urged upon its mem- 
bers the desirability of refraining from 
illegal action while the question was 
being studied, and the fact that the 
agitation threatened to spread through 
out the railway, the Government, fol 
lowing an _ interview between’ the 
President of the Republic and the 
Minister of Public Works, announced 
its intention to intervene in the dis- 
pute. As the result of this announce- 
ment, the company re-opened the 
shops, which had been closed for two 
days, and thereafter work proceeded 
normally. 

A day or two later, the Minister of 
Public Works issued a_ firmly-worded 
but reasonable memorandum on _ the 
subject to the authorities of the Union 
Ferroviaria and La Fraternidad, point 
ing out that illegal actions on the part 
of the railway employees, such as had 
occurred on the Pacific and Western 
Railways, could not be allowed to inter- 
fere with the regularity and efficiency 
of the services, and in future the union 
feaders would be held responsible for 
such violations of the existing laws and 
regulations. The Government Minute 
reviewed the antecedents of the wage re- 
ductions and the negotiations which 
preceded them, and referred to the 
agreement signed jointly by the com 
panies and the men in 1932, which was 
authorised by Government Decree 
dated November 19 of that year. 
Under this agreement the former under- 
took not to dismiss surplus staff, or to 
lower the categories or modify the exis 
ting escalafones by virtue of which the 
employees were guaranteed regular and 
progressive increases in pay during nor 
mal times. In return for these conces 
sions, the men had agreed to accept a 
reduction in wages and salaries or the 
establishment of the principle of ‘‘ short 
time,’’ in order to enable the companies 
to reduce working expenses during 
periods of financial difficulty. The 
Minute pointed out that the Presiden- 
tial Award on the question issued in 





October, 1934, confirmed and ratified 
this agreement, modifying it, however, 
in the interests of the men, to the 
extent that the wage-cuts were to be 
regarded merely as temporary reten- 
tions, to be returned in whole or part, 
whenever the financial situation per- 
mitted. This decision both the com- 
panies and the men had accepted as 
final. In conclusion, the Minute 
pointed out that Article 24 of the reso- 
lution of the National Railway Board 
of November 18, 1932, expressly stated 
that in the event of the denunciation 
or repudiation of the wages agreement 
by either party, the whole question 
would have to be reconsidered de novo 
in the light of the existing circum 
stances, and, if necessary, a new 
arrangement come to. The implication 
of this last clause presumably was— 
although this was not actually stated 
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—that any fresh agreement mig!t not 
be quite so favourable to the mei 

It is obvious that Dr. Ortiz’s Govern. 
ment is not going to be intimidated 


by threats of labour troubles. The 
unions are fully aware of this, and re- 
fuse to support or countenan un- 


authorised individual action on tl part 
of their adherents. 

Following the publication of this 
Government Minute, the management 
of the Western Railway issued a circu- 
lar to its employees, warning them that 


any further interruptions to the service 
caused by illegal stoppages of work, 
would be promptly followed by dis- 
ciplinary measures against the guilty 


parties permitted by law in such cases. 
Che circular pointed out that the right 
of the company to reduce wages in 
certain circumstances was established 
by the Presidential Award on the sub- 
ject, which had been accepted without 
reservation by both the companies and 
the men. The former had not com- 
plained against measures and _ interpre- 
tations which had been prejudicial to 
their ititerests, and they had the right 
to expect the men to act likewise. 








Industrial Transport Association Congress 


The National Congress of the Indus- 
trial Transport Association was held at 
Hull from June 19-22. Mr. R. G. 
Tarran (President of the Hull Traffic 
Association) and Sir Herbert Matthews 
(President of the I.T.A.) performed the 
formal opening in the Royal Institution, 
Albion Street, on June 20. The same 
evening members were received at the 
Guildhall by the Lord Mayor and Lady 
Mavyoress. Various visits were made 
during the congress, including = an 
inspection of the L.N.E.R. new inward 
marshalling yard at Hull. 

On the opening day, Sir Samuel 
Roberts, Chairman of Newton, Cham 
bers & Co. Ltd., read a paper on “‘ Indus- 
try and the Transport Manager.”’ Sir 
Samuel said that he had every sympathy 
with railways, and thought there were 
certain forms of traffic that should be 
restricted almost entirely to them. He 
would like to see the roads clear of 
some of the enormous commercial 
vehicles carrying 15 to 20 tons, and 
even more. On the other hand, the 
motor industry should have fair play, 
with security of tenure such as any 
reasonable man ought to have who 
invested his money in business. 

At a banquet on June 21, Capt. 
A. U. M. Hudson, Parliamentary Secre- 
tary to the Ministry of Transport, was 
the guest of honour. In his speech, 
he said that the Ministry of Transport 
had always to bear in mind that a 
healthy and efficient railway service 
was essential to the well-being of the 
country. Meanwhile, much time was 
being spent on legislation for road 
transport, and the Ministry was study- 
ing the question of how far it might be 
desirable to incorporate into the British 


road system highways reserved for 
motor traffic, as in Germany. 

On Wednesday, June 22, delegates 
heard a paper by Mr. H. C. Crane, of 
J. Lyons & Co. Ltd., on “ Progressive 
Transport Management,”’ in which he 
said that many of the Government regu- 
lations on transport amounted only to 
precautions which any reasonable oper- 
ator would take in any case in the run 
ning of his own business. 

On the same day, delegates were 
entertained to lunch at. the Royal 
Station Hotel by the L.N.E.R., and in 
the evening the congress concluded. 

During the congress, Sir Herbert 
Matthews was re-elected as National 
President, and Mr. H. R. Caulfield-Giles 
as National Chairman. Mr. C. Cour- 
teney-Crump was re-elected National 
Vice-Chairman, Mr. F. H. Wilson was 
elected Honorary Treasurer, and Messrs. 
J. Cairns, G. S. Vickary, A. R. Polson, 
S. Hattan, D. A. Elwes, and Capt. C. F 
Roberts were appointed National Vice- 
Presidents. 





Parliamentary Notes 


L.N.E. and Southern Railway Bills 
These two Bills were read the third 
time, with the amendments, and passed 
in the House of Lords on June 28, and 
returned to the House of Commons. 


L.P.T.B. Bill 

A Select Committee of the House of 
Lords, with Lord O’Hagan as Chairman, 
will meet on Tuesday, July 12, to 
consider the London Passenger Trans- 
port Board Bill. 
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QUESTIONS IN PARLIAMENT 


Manchester, Accrington, and Colne 


Train Service 

Ma H. A. Procter (Accrington—- 
U.) on June 22 asked the Minister of 
Trans} if his attention had been 
draw the slow train service between 
Man ter, Accrington, and Colne: 
ind would consult with the rail- 
wat pany as to the possibility of 
electt ig this route. 

Dr. Burgin (Minister of Transport) : 
I a formed by the L.M.S.R. that it 
is introducing improved services on this 
line July. The company says that 
it would not feel justified, in existing 
circumstances, in incurring the expen- 
ditur involved in electrifying this 
rout | may add that I understand 
that the whole problem of the trans- 
port services in this part of Lancashire 
is to be the subject of a conference 
nex onth between representatives of 
the local authorities, trading bodies, 
und operators of various forms of in- 


ternal transport. 


Major Procter: Does the Minister 
mean by improvement that they 
will so accelerate the services that thev 
will give a speed of more than 20 miles 
in hour when improved? 

Dr. Burgin: What I mean by im 
provement is to make better than the 


existing one (laughter). I should not 
like to deal with the question of mile- 
without notice. The 
& Scottish Railway 
propose to introduce 
that 


im hour 
London Midland 
have said they 
improved services on 


the line in July next. 


section of 


Felling Signal Box 
Mr. W. Dobbie (Rotherham—Lab.) 
on June 22 asked the Minister of Trans 
rt if he was aware that, although 
there was no apparatus at Felling sig- 
nal box, on the L.N.E.R., to give the 
iimen a visible reminder of the 
order in which trains were approach 
the train register and signal lads 
had been withdrawn; and whether, in 
the terest of safe working, he would 
press the company to re-introduce both 
ie train register and signal lads. 
Dr. Burgin: This matter had already 
been brought to my attention and the 
circumstances have been carefully con 
Having regard to the condi 
tions which obtain at Felling in relation 
elsewhere, I do not feel that I 
should be justified in pressing the rail 


; 
sidered, 


to those 


way company to re-introduce the train 
register and restore the signal lads. 
Phe railway company are primarily re 


sponsible for safety in operation and for 
idequacy of their staff. The com 
have now had over two years’ 


experience of working at the Felling 
box without the train register book. 


No difficulty has been experienced dur 


ing that period, and in the company’s 
this has confirmed the opinion 
that the present staffing arrangements 


ire adequate. 

\Ilr. Dobbie: Is the Minister satisfied 
that in view of the extended concen- 
tration and responsibility forced on the 


signalmen by the withdrawal of the sig 
nal lads, and the lack of safety arrange- 
ments that the maximum of speed is 
guaranteed to the public, and will he 
look further into the matter? 

Dr. Burgin: I will certainly keep it 
very closely under review. Safety is 
very prominent in my mind, and in the 
minds of the railway management. I 
think the attention drawn to the ques- 
tion will ensure that safety precautions 
should be taken at this signal box. 


Children’s Death from Live Rail 

Mr. Walter Green (Deptford—Lab. ) 
on June 22asked the Ministerof Trans 
port whether he could state the num 
ber of children who had met their 
death during the last 12 months resul! 
ing from contact with the live rail on 
electrified railways in this country. 

Dr. Burgin: During the twelve 
months ended May 31 last 10 children, 
all of whom were trespassing, were 
fatally injured through coming into 
contact with the live rail on electrified 
railways in this country. 

Mr. Walter Green (Deptford—Lab. ) 
on June 22 asked the Minister of 
fransport whether he could state the 
number of instances in which coroners’ 
juries had adversely criticised the 
Southern Railway during the last 12 
inonths in respect of deaths of children 
to which inadequate protection of elec- 
trified lines had contributed. 


Dr. Burgin: During the twelve 
months ended May 31 last, eight 


hildren were fatally injured through 
coming into contact with the live rail 
on the Southern Railway. In_ two 
cases the Coroner's Jury commented 
adversely on the fencing provided. 


Train Accommodation 

Mr. B. B. Bull (Middlesex, Enfield 
U.) on June 22 asked the Minister of 
[fransport whether, in view of the 
public demand, he would press for the 
abolition or modification of the prac- 
tice of cutting down the accommoda 
tion in trains after 10 a.m. 

Dr. Burgin: I have no 
which would justify me in 
the railway companies and the London 
Passenger Transport Board in this 
matter. My hon. friend will appreciate 
that the jurisdiction in regard to ser- 
vices or facilities in the London Trans- 
port Area is vested in the Railway 
Rates Tribunal on application being 
made to them by a local authority. 


evidence 
pressing 


Railway Ban on Air-Line Bookings 

Mr. Roland Robinson (Blackpool— 
C.) asked the Secretary of State for 
Air whether the ban on air-line book- 
ings had now been completely 
removed. 

Captain Harold Balfour (Under Sec- 
retary of State for Air): As I have 
already informed the House, the rail- 
way companies have intimated their 
intention to remove the ban on air 
bookings. The ban has been removed 
in the case of all internal air lines 
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except in respect of the three services 
of Channel Air Ferries Limited, and 
negotiations are in active progress be- 
tween the operating company and the 
railway companies. The ban _ also 
applies to the Dublin service of West 
Coast Air Services Limited and that 
case is also under consideration. 


Level Crossings 

Mr. B. B. Bull (Middlesex, Enfield—- 
U.) on June 22 asked the Minister of 
Transport whether, in view of the 
grave waste of time and the annoyance 
caused to the public, especially in 
industrial districts, by the existence 
of a great number of level crossings, he 


could state what progress was being 
made towards their elimination, and 
how many had been so eliminated in 


each of the last five years. 

Dr. Burgin: I am prepared, upon 
application from the appropriate high 
way authority, to consider making a 
grant from the Road Fund at the rate 
of 75 per cent. towards the elimination 
of level crossings on roads which have 
sufficient traffic value. During the 
past five years grants have been made 
from the Road Fund towards the cost 
of eliminating or avoiding 29 level! 
crossings, the numbers for the financial 
vears 1933/34 to 1937/38 being 2, 10 
5, 7, and 5 respectively. 

Railway Ban on Air-Line Bookings 

Mr. W. R. D. Perkins (Stroud—C.) 
on June 24 asked the Secretary ol 
State for Air whether he could give 
the House any information as_ to 
whether the booking ban had_ been 
removed from the Channel Air Ferries’ 
services between Heston—Croydon- 
Isle of Wight; Brighton—Isle of Wight 

Bournemouth Bristol — Cardiff; 
and Plymouth — Penzance — Isles of 
Scilly, respectively. 

Captain H. H. Balfour (Under Sec- 
retary of State for Air): The railway 
companies have expressed their inten- 
tion of removing the ban on air book- 
ings, and negotiations are in active 
progress between the operating com- 
pany and the railway companies con- 
cerned regarding the three services 
referred to. 

North China Railway Systems 

Wardlaw-Milne (Kidder- 
minster—C.) on June 27 asked the 
Prime Minister whether his attention 
had been drawn to the reorganisation 


Sir John 


of the Pekin-Mukden and other rail- 
way systems in North China carried 
out by the Japanese, with results 
seriously adverse to British interests 


and British trade; and whether he would 
make strong representations through 
the British Ambassador at Tokio 
against this action. 

Mr. R. A. Butler (Under Secretary 
of State for Foreign Affairs): Yes, Sir. 
My noble friend’s attention has been 
drawn to the reorganisation of these 
lines. He is in communication: with 
His Majesty’s Ambassador at Tokio on 
the subject, but I am not for the 
moment in a position to make any 


statement. 
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NOTES AND 


Railway Dividend Announce- 
ments.—The dates on which announce- 
ments as to interim dividends are likely 
to be made by the following railway 
companies are: July 21, Southern ; 
July 22, London & North Eastern ; 
July 28, London Midland & Scottish ; 
July 29, Great Western. 

Colour-Light Signals for South- 
end.—tThe installation of colour-light 
signals on the L.N.E.R. between Wick- 
ford and Southend was brought into 
use on June 26. Traffic on this busy 
123-mile section of line is now controlled 
by 38 searchlight signals, all but two of 
which are approach-lit. 

Humber Ferry Service.—A further 
stage in the improvement of the ferry 
service between Hull and New Holland 
will be reached on the morning of 
Tuesday, July 5, when the new pontoon 
for the New Holland side will be towed 
into position. The pontoon has been 
lying in the L.N.E.R. dock at Imming- 
ham pending completion of the re- 
inforced concrete staging at New Hol- 
land. 

South Behar Railway Contract.— 
The South Behar Railway Co. Ltd. has 
received notice that the Secretary of 
State for India will determine its con- 
tract on June 30, 1939. The present 


contract is dated December 11, 1906, 
and modified one of August 7, 1895. 


It provided that the Government should 
lease the line as from January 1, 1906, 
at a yearly rental of £30,000, equivalent 
to 5 per cent. on the capital stock, after 
paying debenture interest and adminis- 
tration expenses. 

Ruislip Manor Station, L.P.T.B. 
The rebuilt station at Ruislip Manor, 
on the Metropolitan and _ Piccadilly 
Lines of London Transport, was opened 
last Sunday. Passengers using the 
station have increased from 17,000 in 
1931 to 1,262,500 last vear. The new 
station has two curved entrances on 
Victoria Road, on each side of the 
railway bridge. The ticket hall, which 
is rectangular, is on a level with the 
road, and passengers reach the plat- 
forms 25 ft. above by means of two 
staircases. The hall is lighted by strips 
along the walls close under the ceiling, 
and by hanging glass globes. 


L.M.S.R. International Ambu- 
lance Competition.—The tenth annual 
L.M.S.R. International Ambulance Com- 
petition between three teams represent- 
ing England and Wales and three repre- 
senting Scotland was held at the Stephen- 
son Rooms, Euston Hotel, on Wednesday 
last. This competition is held in 
alternate years in London and Glasgow. 
The competing teams were placed as 
follow :- 

. Wolverton, 276 points. 

. Crewe Machine Shop, 265 points. 
Mossend, 253 points. 

. Saltley Traffic, 2494 points. 
Dundee West, 249 points. 

6. Motherwell, 206 points. 

The prizes were presented by Mrs. E. B. 
‘ielden, wife of the Deputy-Chairman 


Ue Oh 
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of the company, who was gracefully 
introduced by Mr. Ashton Davies “ as 
outstanding among those who gave 
faithful service to their distinguished 
husbands.” Mr. G. L. Darbyshire 
presided over the gathering. Among 
those also present were :— 

Mr. E. B. Fielden (Deputy-Chairman) ; Sir 
Francis Joseph, Mr. A. E. Pullar, Mr. Charles 
Ker (Directors); Messrs. G. Morton, S. J. 
Symes, A. F. Bound, W. H. C. Clay, J. Purves, 
and Capt. J. W. Harris. 


Canton-Hankow Railway Service 
Suspended—According to a Reuters 
message from Canton, dated June 25, 
extensive damage caused to the southern 
half of this line by Japanese air bombing 
has resulted in the temporary suspension 
of traffic between Hankow and Canton. 


However, the special International 
Train’’ to Hong Kong evacuating 


289 foreigners from 
to leave that city 
arranged. 


Hankow, was able 
on June 28, as 


Railway Servants’ Orphanage 
Prizegiving. Mr. Gordon B. 
Robotham, Chairman of the Committee 
of Management, presided at the annual 
meeting and distribution of prizes at 


the Railway Servants’ Orphanage, 
Derby, on June 22. The prizes were 
distributed by Mr. and Mrs. E. B. 
Fielden. (Mr. Fielden is Deputy-Chair- 
man of the L.M.S.R.). The report 


showed the number of pupils to be 230, 
of whom 45 hold scholarships to higher 
grade schools in the town. 


Another Accident to the Olympian 
Express.—Reuters messages from Miles 
City, Montana, report a head-on colli- 
sion at Ingomar on June 25 between 
the Olympian express of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad 
and a special carrying boys of the 
Civilian Conservation Corps. One of 
the boys is known to have been killed 
and other passengers and railwaymen 
injured. Ingomar is 100 miles west of 
Carters Creek, where, as recorded last 
week, the Olympian express was wrecked 
on Sunday, June 19. The death roll 
at Carters Creek is now given as 47. 


The Flying Scotsman, 1888-1938 .— 
To celebrate the jubilee of the railway 
race to Edinburgh and the introduction 
of new rolling stock for the Flying 
Scotsman and Sunday Scotsman, non- 
stop trains between the English and 
Scottish capitals, the London & North 
Eastern Railway Company assembled a 
train composed of the coaches which 
formed the Flying Scotsman of 1888, 
which was hauled yesterday by the 
famous contemporary Stirling single- 
wheel express locomotive No. 1, lately 
in the York Museum and recently over- 
hauled at Doncaster works. In order to 
demonstrate the great advance made in 
passenger comfort and railway carriage 
design during the past fifty years, a 
special run was made yesterday by the 
two trains. The “ period train’’ left 
King’s Cross at 2 p.m. and proceeded to 
Huntingdon. The passengers then 
changed into the new Flying Scotsman 
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and proceeded on the journey to lark- 
ston junction (just beyond Grant!.am), 
where the train was turned round and 
made a non-stop run back to | 
Cross. 

The Flying Scotsman of 1883 on 
Show.—tThe “ period” Flying S-ots- 
man train of 1888, which has een 
assembled by the L.N.E.R., was on 
view in King’s Cross station from }2.0) 
noon to 2.0 p.m. yesterday, and «vain 
between 6.0 p.m. and 7.0 p.m. in the 
evening. It will be on exhibition today 
and tomorrow at York, and at > ew- 
castle on July 5and 6. It has also been 
arranged that it shall stand alongside 
the new Flying Scotsman train before 
its departure from Edinburgh Waverley 
on the first non-stop run of the season 
on Monday, July 4. 


Great Western of Brazil Railway 
Co. Ltd.—At meetings on June 21 
of holders of the 6 per cent. permanent 
debenture stock and of the 4 per cent. 
debenture holders a scheme of arrange- 
ment was approved defining the status 
of these two stocks and providing for a 
moratorium of interest for a maximum 
of three years. The Courts had decided 
last January that the 6 per cent. stock 
had no priority over the 4 per cent. 
debentures. Under the new scheme 
the 6 per cent. stockholders will be 
given a charge to secure the principal 
and interest due to them ranking pari 
passu with the charge securing the 
4 per cent. debentures, and the dates 
for payment of interest on the debenture 
stock and debentures are in future to 
be January 1 and July 1. 

Fifth Anniversary of London 
Transport.—Today is the fifth anni- 
versary of the London Passenger Trans- 
port Board, constituted under the Act 
of 1933, and in an article in The Times 
of yesterday, Lord Ashfield, Chairman 
of the board, reviewed the achievements 
of the past, and, referring to the future, 
said that, busy as the last five years 
had been, the board and its staff would 
be no less active in the future. By the 
end of 1940, he continued, most of the 
extensions and improvements now in 
hand would be in service. Roundly 
£48,000,000 would have been spent upon 
additional facilities, and the board’s 
railways would have grown from their 


ng’s 


original conception as short in-town 
railways to main lines in miniature. 


These were big enterprises, Lord Ash- 
field stated, but in small things as well 
no effort would be spared within the 
limits of the resources available to 
improve still further a system of urban 


transport which, together with the 
suburban branches of the main 
line railways, annually carried over 


4,230,000,000 passengers. 

Retired Railway Officers’ Sum- 
mer Outing.—The annual summer 
outing of the Retired Railway Officers 
Society took place on June 21, when a 
party of 92 travelled from Paddington 
to Taplow by train and joined the 
launch New Windsor Castle at Maiden 
head for an up-river trip to Marlow 
and Henley. A stop was made at 
Marlow for luncheon, which was served 
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increase the bonus distribution on the 























at th ] : s 
Angle During luncheon the President ordinary stock from 7} to 10 per cent., 
£ 5 ‘ ° ‘a2 ° - 
of th ciety, Mr. S. L. Murgatroyd, — in addition to paying the usual 10 per 
O.B.E xtended a welcome to the cent. dividend. The directors also pro- 
syests, numbering 50. At Henley tea posed to endow a fund of £10,000 for 
was St d at the Red Lion Hotel, after two G.E.C. scholarships at the Univer- 
whicl interesting time was spent sity of Birmingham, as the majority of 
watch a number of crews practising the company’s 40,000 workers was 
for tl rthcoming regatta. The party employed in the Midlands. 

then d the -— at L sey, the Gang Trolleys and Railway Motor 

retul town. 1 ono , Se Cars.—Negotiations have been com- 

Rail very kindly providec ond ee pleted by Ransomes & Rapier Limited, 
ee r > ree e o- . . . — 

for the train journey between Padding Ipswich and London, with Fairmont 

ton the riverside — (See Railway Motors Inc., U.S.A., whereby 

also tration on page 32). the gang trolleys and rail motor cars 
Fifty Years of the G.E.C.—At the "of the latter firm will be manufactured 
genera! meeting of the General Electric in England under the trade name of 

Co. | in London on June 27, Lord RapieR-Fairmont. Ransomes & Rapier 

Hirst of Witton (the Chairman) said that has had 70 years’ experience in the 

the pany was entering upon its production of railway equipment 

fiftieth vear, and the figures he was including gang trolleys-—while the Fair- 
presenting were a worthy result of 50 mont Company has specialised in this 
yeal ontinuous endeavour. Their class of work for many years. The 
export figures had beaten the previous agreement provides for the British- 
record of 1929-30 by nearly half a manufactured RapieR-Fairmont cars 

milli pounds. Out of the company’s to be supplied to  British-controlled 

exports, 78 per cent. had gone to the railways throughout the world (with 
srit Empire. To celebrate their the exception of Canada and Newfound- 

jubile vear, they had decided to land). 
e*,@ e al id 
British and Irish Traffic Returns 
Totals for 25th Week lotals to Date 
GREAT BRITAIN jh —————— = —— | 
1938 1937 Inc. or Dec.} 1938 1937 | Inc. or Dec. 
| 
= meee Gumeee as mae 

L.M 6,8524 mls.) £ £ £ 7 f £ 

Passe er-train traffic... 604,000 607,000 |— 3,000 11,482,000 11,481,000 1,000 
Merchandise, &c. 435,000 | 511,000 |— 76,000 | 11,720,000 | 12,276,000 556,000 
( nd coke 207,000 213,000 6,000 6,530,000 6,677,000 147,000 

Goods-train tra fhe 642,000 | 724,000 82,000 | 18,250,000 | 18,953,000 703,000 

lotal receipts ... 1,246,000 | 1,331,000 85,000 | 29,732,000 | 30,434,000 702,000 
L.N.E.R. (6,315 mls.) 

Passenger-train traffic... 389,000 | 383,000 6,000 7,450,000 7,532,000 82,000 
Merchandise, &c. 286,000 335,000 49,000 8,154,000 8,471,000 317,000 
Coal and coke 196,000 215,000 19,000 6,176,000 6,312,000 136,000 

Goods-train traffic 482,000 550,000 68,000 | 14,330,000 | 14,783,000 453,000 

lot eceipts ... 871,000 933,000 62,000 | 21,780,000 | 22,315,000 535,000 

— Aaa SNe | 
G.W.R. (3,737 mls.) | | | 

Passenger-train traffic...) 233,000 240,000 7,000 4,758,000 4,808,000 50,000 
Merchandise, &c. 172,000 | 203,000 31,000 4,747,000 4,927,000 180,000 
C ind coke a 100,000 } 109,000 9,000 2,795,000 } 2,842,000 47,000 

Goods-train traffic | 272,000 | 312,000 40,000 7,542,000 7,769,000 | 227,000 

otal receipts ... 505,000 552,000 | 47,000 | 12,300,000 | 12,577,000 277,000 

; = |- 
S.R. (2,148 mls.) 

Pas ver-train traffic... 372,000 378,000 6,000 7,401,000 7,434,000 33,000 
Merchandise, &c. 62,500 69,500 | 7,000 1,502,500 1,539,000 36,500 
( and coke 25,500 25,500 774,500 801,000 26,500 

Gi train traffic : 88,000 95,000 | 7,000 2,277,000 2,340,000 63,000 

fotal receipts ... .| 460,000 473,000 13,000 | 9,678,000 9,774,000 96,000 

Liverpool Overhead 1,491 2,041 |- 550 | 33,810 | 31,297 2,513 
6} mls.) | 

Mersey (43 mls.) a 4,169 | 4,051 |+ 118 | 108,615 | 104,574 4,041 

*London Passenger | } | | 

sport Board 585,200 573,200 |+ 12,000 | 29,388,200 28,731,100 |}4+ 657,100 
Se ae See teas a S | A — ‘ 
IRELAND 
Belfast & C.D. __ pass. | 3,031 | 3,161 130 49,379 | 51,840 | 2 461 
8 ls. | | 
Fs. goods | 355 | 538 | 183 10,687 12,417 | 1,730 
si total | 3,386 | 3,699 | 313 | 60,066 64,257 4,191 
| | 

Gre Northern pass. 11,500 12,100 | 600 225,550 225,700 | 150 
543 mls.) | 

goods | 9,050 | 9,350 |~ 300 218,200 | 237,550 | - 19,350 

* total | 20,550 | 21,450 900 443,750 | 463,250 19,500 

Great Southern pass. | 40,883 40,827 56 779,060 766,831 12,229 
76 mls.) 

a goods} 36,239 40,512 4,273 | 979,347 | 1,043,604 64,257 

e total| 77,122 81,339 4,217 1,810,435 52,028 


*52nd week (before pooling) 


1,758,407 
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British and Irish Railway 
Stocks and Shares 


Prices 
Stocks ae 3 a June Rise, 
He 9} a 29, Fall 
1938 
G.W.R. 
Cons. Ord. ...| 673g | 553, | 47 —l9 
5% Con. Prefce. .... 127 108 10912 (+1 
5% Red. Pref.(1950) 113 109 10912 ~- 
4% Deb. ... ... 1135g (10212 |107* +1 
44% Deb.... (118 106 10912*| — 
14% Deb.... ...,12412 {112 11519* | — 
5% Deb. ... ../1361g (12234 |127* —_ 
24% Deb.... on 64 6612* |  — 
5% Rt. Charge ... 133716 118 12512* | — 
5% Cons. Guar. ....13334 11612 (1251, {+1 
L.M.S.R. 
Ord. wen | 361g | 253g | 16lg |—l2 
4% Prefce. (1923) | 821g | 6534 | 4612 — 
4% Prefce. ... 921g | 7734 | 66log |+2 
5% Red. Pref.(1955) 10734 |102 9312 | — 
4% Deb. ... ... 108 991, 102 +2 
5% Red.Deb.(1952)1171_2 (111 1111, — 
4% Guar. ... 104 957g «9712 +112 
L.N.E.R. 
5% Pref. Ord. 121, 634 5 
Def. Ord. ... woe} 61g 35g 3 +1, 
4% First Prefce. | 7912 | 63 46 |4-1lo 
4% Second Prefce. 3112 | 21 15 _— 
5% Red.Pref.(1955) 10114 | 8934 | 74 = 
4% First Guar. ... 103 917% 88lo (+3lo 
4% Second Guar. | 975g | 851g 78l2 +212 
3% Deb. ... ., B41, 74 75 + lle 
4% Deb. ... ...10714 | 981g | 10012 |+112 
5% Red.Deb.(1947) 11312 10612 10912 — 
44% Sinking Fund |11033g 10512 10612 |+12 
Red. Deb. 
SOUTHERN 
Pref. Ord.... 985g 8312 68 — 
Def. Ord. ... . 277g 1634 | 1612 —1 
5% Pref. ... .. 1261yg |10513)6 107 +219 
5% Red. Pref.(1964) 118 11014 L111, — 
5% Guar. Prefce. 13334 (11634 (12512 a 
5% Red.Guar.Pref. 11812 |11ll12 115 _— 
(1957) 
4% Deb. ... oe A12 10114 105 +1 
5% Deb. ... ... 13534 (12312 (12519 a 
4° Red. Deb. 113 105 107 +12 
1962-67 
Betrast & C.D, 
Ord. ‘as 5 4 4 _ 
FoRTH BRIDGE 
4% Deb. ... ... 106 9912 Q91p* — 
4% Guar. . 10534 99 9919*,  — 
G. NORTHERN 
(IRELAND) 
Ord. eae 5 412 |—Ig 


G. SOUTHERN 


(IRELAND) 
Ord. ae eee 2112 | 20 _ 
Prefce. ... ee} 61 34 2012 _ 
Guar. «| 9434 | GOlo | 52 —7l2 
Deb. =n soe} 95 821, 70 —2 
L.P.T.B. 
44% “A” .++1233q {11012 (116 | $12 
5% “A” oof IOS 12112 (12612 |+1 
ae ak . 10834 104 106 — 
$%“*B” +o 125 1141, 11712 |+1 
== me ee 9934 | 75 74 +12 
MERSEY 
Ord. ins --.| 423g | 22 18 
4% Perp. Deb. ...|103 9634, 101 +1 
3% Perp. Deb. 775g | 741g | 741g -- 
3% Perp. Prefce. 6834 | 611g 65 _ 


* ex dividend 
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CONTRACTS AND TENDERS 


Locomotives and Coaches for 


Africe 
Ihe Vulcan Foundry Limited has 
received an order from the Crown 
Agents for the Colonies for two 4-8-2 


type locomotives and tenders, for ser- 
vice on the Gold Coast Government 
Railway 

The Metropolitan-Cammell Carriage 
& Wagon. Co. Ltd. has received an order 
from the Crown Agents for the Colonies, 
for four third-class coaches for service 
on the Gold Coast Government Railway. 

Geo. H. Sheffield & Co. (Engineers) 
Ltd. is to supply Sheffield-Twinberrow 
bogies for the four third-class 
coaches to be constructed by the Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd 

Geo. H 


above 


Shethield & Co. (Engineers) 


Ltd. is also to supply Sheffield-Twin 
berrow bogies for the four first-class 
air-conditioned and 20 third-class 


steel construction, re- 
the Egyptian State 

from the 
Carriage & 
already 


coaches, all of 
cently ordered by 
Railways Administration 
Metropolitan Cammell 

Wagon Co Ltd., as 
on this page in a recent issue 


recorded 


Large Substation Equipment 
Order, L.P.T.B. 

The London Passenger 
Board has placed a £296,000 contract 
with the General Electric Co. Ltd. for 
the supply of electrical equipment for 
twelve substations on the North-East 
London railway extension scheme. The 
announcement 1s of special interest to 
engineers because the equip 
ment is of a type never before used in 
this country [he rectifiers in these 
substations will be 12-phase— four recti 
fying units coupled into one large unit, 
each made of steel and requiring neither 
water-cooling nor vacuum pumps. There 
are 33 substations now feeding trolley 
buses which give 12-phase connection, 


lransport 


electrical 


but these have glass bulb rectifiers. 
‘There are eight trolleybus substations 
with steel bulb pumpless air-cooled 
rectifiers—of which that at Putney 
sridge was the first in the country 


but they give six-phase connection. The 
substations to be built under the present 
contract will be the first in the country 
to use steel bulb, pumpless, air-cooled 
rectifiers, which give 12-phase connec 

tion The 12 phase connection reduces 
the ripple to an amount equal to that of 
13th 


a rotary converter—to below a 

harmoni and the interference factor 
will be reduced to below those values 
which are considered to be immune 


from interference with broadcasting 
and other communication circuits. Fur- 
ther, it-reduces to a negligible quantity 
the distortion of the wave form and 
brings a beneficial etfect on the genera- 
tors. The North-East London railway 
extension includes the projection of the 
Central Line from Liverpool Street to 
Ongar, and the Fairlop Loop, to be 
opened in 1940. By that year the 
Greenwich generating station, which will 


feed the new substations, will have had 
its frequency converted from 25 to 50 
cycles. 

Diesel Railcars for S. Africa 

The Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. has received an 
order from the South African Railways 
& Harbours Administration for twelve 
diesel railcars. The cars will be equipped 
with eight-cylinder Ganz-Jendressik- 
type engines and mechanical trans- 
mission, and will be for service on the 
3 ft. 6 in. gauge 


Clarke & Co. Ltd. has 
received an order for two 150-b.h.p. 
diesel-mechanical locomotives for the 
\ir Ministry. They are to have Trac- 
tion gearboxes, Vulcan-Sinclair fluid 
couplings, and Telechange control, as 
developed by the Hydraulic Coupling & 
Engineering Co. Ltd 


LD. Wickham & Co. Ltd. has received 
an order from the Crown Agents for 
the Colonies for one diesel-mechanical 
railcar to be fitted with a Perkins engine 
and Myvylius gearbox for service on the 
Jamaica Government Railway. 


Hudswell, 


Leyland Motors Limited has received 
rders from Southdown Motor Services 
Limited for 18 oil-engined double- 
decked, and 24 oil-engined _ single- 
decked passenger vehicles 


Shaw Wallace & Company has received 
an order from the Indian Stores Depart- 
ment for 1,030 steel broad-gauge carriage 
and wagon tyres 


Stahl Union Export G.m.b.H. has 
received an order from the Assam 
Bengal Railway Administration, to the 
inspection of Messrs. Rendel, Palmer & 
fritton, for the supply of 33,000  fish- 
bolts for BS60RFF rails 


Soc. Commerciale D’Ougrée has re- 


ceived an order from the Madras & 
Southern Mahratta Railway Adminis- 
tration, to the inspection of Messrs. 


Rendel, Palmer & Tritton, for the 
supply of 14,000 bearing plates. 


Skoda (India) Limited has received 
orders from the Indian Stores Depart- 
ment for 110 16-ton axles and 486 steel 
carriage and wagon tyres. 


Krupp Indian Trading Co. Ltd. has 
received an order from the Indian Stores 
Department for approximately 700 
locomotive and tender tyres. 


Tenders are invited by the Chief Con- 
troller of Stores, Indian Stores Depart- 
ment (Engineering Section), Simla, 
receivable by July 13, for the supply of 
2,500 volute springs required for the 
North Western Railway. 

Tenders are invited by the Chief 
Controller of Stores, Indian Stores De- 
partment (Engineering Section), Simla, 


‘receivable by July 20, for the supply of 


two general-purpose wheel and journal 
lathes; two 12-in. lathes; two radial 


drills; two 8}-in. centre lathes; four 
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22-in. high-speed shaping machines - 
two 24-in. single boring and turning 

° 5 
mills; and one portable crank pin 


turning machine, required for the North 
Western Railway. 

The South African Railways Har- 
bours Administration is calli: for 
tenders (Tender No. 1773) for the supply 
and delivery of quantities of stee! tyres 


and axles for locomotives, carriages, and 


wagons. Tenders endorsed ‘ ender 
No. 1773—Steel Tyres and Axles” 
must reach the Secretary to the | ender 
Board, South African Railway !lead- 
quarter Offices, Johannesburg, by 


August 8. <A copy of the schedule of 
requirements, specifications, and general 
and special conditions of tender, may be 
borrowed from the Department of Over- 
Trade, London, S.W.1. ocal 
representation is essential. 

It is reported from Belgrade that the 
Jugoslav Ministry of Traffic intends to 
buy 470 new railway trucks, icarns 
Reuters Trade Service. As far as the 
Jugoslav industry will be unable to 
deliver them, they will be bought in 
Italy and Poland. 


seas 


Address Change 
The The Iron and Steel 
[Institute and also of The Institute of 
Metals are now at 4,Grosvenor Gardens, 
London, S.W.1. The institutes will 
occupy separate offices in this building 
and correspondence should be addressed 
to the Secretary of the body concerned. 
The respective telephone numbers are 

Sloane 0061 and Sloane 6233. 


offices of 








New Type oF L.M.S.R. Srarion 
SiGN.—As stations are being renovated 
or modernised, the L.M.S.R. is installing 
brighter and more legible name boards 
of the Hawkseye pattern. These signs, 
of which the company has already 
ordered 2,500, are each made up of 
about three-quarters of a million minute 
spheres of glass, and, it is claimed, give 
the same effect under artificial light as 
in daylight and are free from dazzle. 
The colour scheme chosen is the com- 
pany’s standard practice of black letters 
on a yellow background. 


DESIGN OF NEW FALLS VIEW BrIpGE, 
NiAGARA.—Plans for a_ 950-ff. span 
bridge of the spandrel arched type— 
110 ft. longer than the old bridge—were 
announced recently by the International 
Railway Company, owner of the Falls 
View Bridge, which collapsed during 
an ice jam last February, and finally 
disappeared. The roadway of the new 
bridge will be 42 ft. between curbs and 
on the upstream side there will be a 
lower roadway for pedestrians, 12 ft. 
wide. Designed to prevent a recurrence 
of the disaster to the old bridge, the 
new structure will be 50 ft. further back 
than the old abutments, and 20 ft. 
higher on the shores. Work is already 
under way on the excavations on the 
Canadian side and when they are com- 
pleted, the remaining wreckage of the 
old bridge on the American side will be 
removed. 
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RAILWAYS require an Engineering 
itsman, age 30—35 years, preferably 
Candidates must be neat, quick 


S' 


ymarr : 
oa a Draughtsman, with a sound know- 
ledge esign and Construction, capable of 
taking quantities, preparing Specicications 


tes. Must be A.M.I.C.E. or possess 
Civil Engineering and experience in 
a Civil Engineer. Preference will 
candidate with Railway or Har- 
xperience. 
rate of pay £E360—£E396 per 
£1 Os. 6d.) according to age 
with periodical mereases in 
Government Scales, viz., 
540—600, the first two in- 
and after that triennial. 
appointed on 
years and sub- 


itions, 
with 
432—480 
g biennial, 
candidate will be 
Contract for five 





Propat ry 
scribe ’rovident Fund, after which, if satis- 
factor will be accepted for pensionable 
servi not accepted for pension, he will be 
paid ius equivalent to 20 per cent. of the 
pay dr between the date of his retirement 
and t mpletion of two years’ service. 

Free sage on appointment. Strict medical 
eXalr n 

Ap ms giving full particulars as regards 
age fications and experience, together 
witt s of testimonials, should be sent to 
the Controller, Sudan Government London 
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OFFICIAL NOTICES 


Buckingham Gate, 
Engineering 


(iffice, Wellington House, 
London, S.W. 1, marking envelope “‘ 
Draughtsman. 


Crown mained for the Colonies 


conan st GOVERNMENT 


APPOINTMENTS 


qualified candidates 
following post: 


PPLICATIONS from 

d are invited for the 
ASSISTANT MECHANICAL OFFICER re- 

quired for the Nigerian Government Railway 
for two tours each of 12-24 months, with possible 
permanency. Salary £600—£30—£840 a year. 
Free passages = quarters and liberal leave 
on full salary. Candidates, aged 28-35, must be 
Associate Members of either the Institution of 
Mechanical Engineers or the Institution of 
Locomotive Engineers. They must have served 
a full apprenticeship with a British Railway or 
Locomotive firm and subsequently have had 
experience in a Railway Motive Power Depart- 
ment; and possess a sound knowledge of Dis- 
trict Organisation and Administration, together 
with experience of Running Shed Organisation 


and the supervision of footplate and Running 
Shed Staff. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of qualifi- 
cations and experience, and mentioning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 


4, Millbank, London, 8.W.1, quoting M/5504. 


Ww: LDLESS Steel Boiler 

motive and Marine 
manufacturers requiring an 
Representative in connection with the Railway 
and Steamship Companies, etc., please com- 
—. ste Box No. 236, c/o THe Rattway 
GAZETTE, Tothill Street, London, 8.W.1. 


Tubes for Loco- 
Purposes. Will 
experienced Sales 


| dig at pre Junior Assistant Engineer for 
Railways in Rhodesia. Age 25 to 50. 
Should be A.M.I.C.E., with practical experience 
railway maintenance and preferably signalling 
and telegraph. Commencing salary £369 to 
£419 (depending on experience), rising by 
annual increments of £25 to £494 per annum. 
Apply in writing stating age, education, pro- 
fessional qualifications, full particulars gf ex- 
perience, married or single, position now held.- 
Box 538, Leatnwait & Simmons, 1-4, Copthall 
Chambers, London, E.C.2. 








RAILWAY AND OTHER REPORTS 


Egyptian Delta Light Railways 


Limited.—No dividend has been de- 
clar n the 53 per cent. cumulative 
pre ce shares for the year ended 
March 31, 1938. The last distribution 
to made on these shares was for 
1935, when 1 per cent. was paid. 


Buenos Ayres & Pacific Railway 
Co. Ltd.—The directors have resolved 


that a payment of one_half-year’s 
ari f interest to July 1, 1934, be 
ma 1 July 28 next on the 43 per cent. 
consolidated debenture stock of the 
company to all holders on the register 
on July 1 They have also resolved 
that the Argentine Great Western Rail- 
way Company be handed a sum suffi- 
cient to enable that company to distri- 
bute on July 28 next one half-year’s 
arrears of interest to October 1, 1934, on 
its 5 per cent. debenture stock. 


West of India Portuguese Guaran- 
teed Railway Co. Ltd.—Gross earnings 
for the year ended December 31, 1937, 
amounted to Rs.21,75,541, a decrease 
of Rs.1,13,64 in comparison with 1936. 


Expenditure was Rs.71,900 lower, at 
Rs.13,44,375, and the net revenue of 
Rs.8,31,166 showed a_ decrease of 
Rs.41,264. The usual dividend of 2} 
pet nt. actual for the half-year to 
June 30 is being paid, making 5 per 
cent. for the year, together with a 
bot of % per cent., which, with the 
bonus of # per cent. paid in January, 


makes a total bonus of 1% per cent. 


Edgar Allen & Co. Ltd.—Trading 
protit for the year to March 31, 1938, 
amounted to £122,045, compared with 
£86,332 for the previous year, and the 
total profit, including interest and divi- 


der from investments and profits of 
subsidiaries, was £132,937. Depre- 
Clation, &c., takes £21,009, and taxation 
and N.D.C., ‘£39 000, leaving a net profit 
of £72,928. Adding £33,420 brought 
forward makes a total of £106,348. 


Preference dividend takes £11,250. The 


directors are increasing the ordinary 


dividend from 7} per cent. to 10 per 
cent. (which requires {20,829), trans- 
ferring £25,000 to general reserve, 


£10,000 to special reserve against pos- 
sible depreciation of value of stock in 
trade, and £5,000 to staff pension fund, 


leaving £34,269 to be carried forward. 


Charles Churchill & Co. Ltd. 
The profit for the year ended March 31 
1938, after providing for depreciation 
and income tax, amounted to £66,830, 
against £52,694 for the previous year 
Adding £25,558 brought forward and 
allowing £3,600 for preference dividend 
leaves {88,788. The directors place 
£10,000 to reserve and £40,000 to special 
reserve, and recommend a dividend of 
15 per cent. (against nil) on the ordinary 
shares, which takes £8,156, leaving 
£27,032 to be carried forward. The 
year has been successful. All arrears 
of preference dividend have been paid 
oft. 

North Western Road Car Co. Ltd. 

This company, which is controlled 
jointly by the L.M.S.R. and L.N.E.R. 
companies and by Tilling & British 
Automobile Traction Limited, secured 
in the year ended March 31, 1938, from 
traffic receipts and other income, less 
operating, management, and _ general 
expenses, and provision for depreciation 
a revenue of £227,868, and a net profit 
after deducting £105,059 for fuel, taxa- 
tion, and vehicle licences, £2,850 for 
directors’ fees, and £40,659 for income 
tax reserve, of £79,300, against £95,751. 
Adding £5,906 brought forward makes 
a total of £85,206, against £119,656. 
The ordinary dividend is again 10 per 
cent. and takes £75,000, leaving £10,206 
to be carried forward. In the previous 
year a bonus of 24 per cent. was also 
paid, and the sum of £20,000 was trans- 
ferred to reserve. A number of com- 
petitive businesses was acquired during 
the year under review. 


Greenwood & Batley Limited.- 
Trading profits, &c., for the year 
ended March 31, 1938, amounted to 
£139,255, against £64,315 for the pre- 
vious year. Net profits, after providing 


£31,500, against £15,500, for deprecia- 
tion, and £28,000, against £7,000, for 
taxation, amounted to £72,862, against 
£35,448. Securities are written down 


by £6,000, and the directors propose 
to pay a final dividend of 7 per cent. 
on the ordinary shares, together with 
a bonus of 5 per cent., making the total 
distribution for the year 15 per cent., 
against 7 per cent. The carry forward 
is 29,830, against {22,255 brought in. 


J. Stone & Co. Ltd.—Net profit for 
1937 was £251,223, an increase of 
£52,411 in comparison with the previous 
year. The dividend on the ordinary 
shares is 27} per cent., against 20 per 
cent. for 1936, and the amount to be 
carried forward is £212,506, against 
£165,392 brought in. The works and 
plant have been further extended to 
meet current requirements. 


Kendall & Gent (1920) Limited.— 
An interim dividend of 5 per cent., less 
tax, has been declared, the same as at 
this time a year ago. 








Forthcoming Meeting 


July 15 (Fri.)}—Chemin de fer de Char- 
leroi a la Frontiére de France 
(Ordinary General), Charleroi, at the 
company’s headquarters (Bureau de 
l’Exploitation Nord-Belge) at 12.15 p.m 








Forthcoming Events 


July 2-3.—Stephenson Locomotive Society. 
Tour of L.N.E.R. Sheds (N.E. Area.) 

July 4-8.—Institution of Electrical Engineers 
at Grand Hotel, Birmingham. Summer 
Meeting. 

19-23.—International Management Con- 
gress, at Washington, U.S.A. 
International Rail Assembly, at Diisseldorf. 


Sept. 



















































Conditions in the stock and share mar- 
kets have been rather less cheerful than a 
weck ago, but, despite profit-taking sales, 


values in most sections are higher on 
balance. Sentiment was influenced by the 
less confident tone of Wall Street markets 
and also by the failure of the volume 
of business to show more than moderate 
improvement Home railway _ stocks, 
which last week made some response to 


the upward trend of markets, have since 
developed a reactionary tendency and were 
lowered rather sharply on Wednesday fol- 
publication of the traffic figures 
past week. The latter showed a 
decrease than had been generally 
and this induced further 
inistic views in regard to the half-yearly 
dividend statements 
L.M.S.R. ordinary is 
while the 4 per cent 


lowing 
for the 
larger 


expected, pessi 


now back to 163 
preference has re- 
664 and the 1923 preference to 
past week’s £85,000 traffic cle 
considerably larger than ex- 
ilthough comparison is with a 


acted to 
453; the 
crease was 


pected 


THE RAILWAY GAZETTE 


Railway Share Market 


period of last year when receipts were 
particularly good. The L.N.E.R. traffic 


decline of £62,000 was also disappointing, 
and the second and first preference stocks 
have now moved down to 14} and 46 
1espectively, there being fears that, unless 
there is recovery in traffics during the 
next few months, there will be doubts 
whether any payment will be made on 
the second preference. On the other hand, 


there would have to be a heavy fall in 
net revenue to endanger the full 4 per 
cent. on the first preference. Great 
Western ordinary was relatively steady, 
but has declined moderately to 47, the 
view having continued that a minimum 


dividend of 3 per cent. is likely in this 
case. Southern preferred, which rose very 
sharply last week, has now moved down 
to 673, while the deferred is slightly be- 


low 16. Although the traffic fall of 
£10,000 for last week was not considered 
disappointing in comparison with the 


figures of the 


that before 


other railways, it is hoped 
long the Southern’s receipts 


will record 


holiday influences. 


tecd stocks were 
Transport *‘C”’ 


has 


moderate 


gains 


in 


Debenture and 


fairly steady. 
moved 


in 


fay 


holders and is now 744, sentiment 


come more under the influence 
belief that the maximum dividend 
per cent., due for 1937-38 will 
coming. 

There were few individual 


among Argentine railway stocks, 


tendency was 


steadier 


following t 


nouncement of the payments on 


of arrears of 
per cent. 
Argentine 
bentures. 
ruled for the 


interest 
cousolidated debentures 

Great Western 5 per cen 
prices, 
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Pac 


however 
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ol 
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Cordoba Central debentures failed to 
best prices touched in the past few 


Elsewhere, San 
active 


good at 35 and 


Canadian 


Paulo ordinary 


was 


Pacific preferenc: 
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Traffic Table of Overseas and Foreign Railways Publishing Weekly Keturns 


Railway aa Week 
1937.38 Ending 
Antofagasta (Chili) & Bolivia 834 26.6.38 
Argentine North Eastern . 753 25.6.38 
Argentine Transandine — _ 
Bolivar 174 May, 1938 
Brazil — ~— 
Buenos Ayres & Pacifi 2,806 5.6.38 
Buenos Ayres Central 190 11.6.38 
Buenos Ayres Gt. Southern 5,084 25.6.38 
. Buenos Ayres Western 1,930 25.6.38 
- Central Argentine 3,700 25.6.38 
© Do. _ — 
rs] Cent. Uruguay of M. Video 972 18.6.38 
< Cordoba Central 1,218 — 
= | Costa Rica 188 Apr., 1938 
= | Dorada 70 =May, 1938 
© « Entre Rios 810 25.6.38 
~ | Great Western of Brazil 1,092 25.6.38 
z International of Cl. Amer. 794 Apr., 1938 
£ Interoceanic of Mexico _ — 
= La Guaira & Caracas 22 Mav, !938 
© | Leopoldina 1,918 25.6.38 
Mexican 483 21.6.38 
Midland of Uruguay 319 May, 1938 
Nitrate 386 15.6.38 
| Paraguay Central 274 18.6.38 
Peruvian Corporation 1,059 May, 1938 
Salvador 100 18.6.38 
San Paulo 153} 19.6.38 
raltal 160 May, 1938 
United of Havana 1,353 25.6.38 
Uruguay Northern 73 May, 1938 
£ (Canadian National 23,781 21.6.38 
<« } Canadian Northern — _ 
= Grand Trunk — _ 
© | Canadian Pacific 17,186 21.6.38 
Assam Bengal 1,329 10.6.38 
Barsi Light 202 10.6.38 
es Bengal & North Western 2,116 10.6.38 
& Bengal Dooars & Extension 161 10.6.38 
™ <4 Bengal-Nagpur 3,268 10.6.38 
— | Bombay, Baroda & Cl. India 3,085 20.6.38 
Madras & Southern Mahratta 2,967 10.6.38 
Rohilkund & Kumaon 571 10.6.38 
. South Indian 2,5314 10.6.38 
( Beira-Umtali 204 Apr, 1°38 
Egyptian Delta 620 10.6.3% 
2 Kenya & Uganda 1,625 May, 1938 
S | Manila ‘ -— — 
&~ < Midland of W. Australia 277 ~—s Apr., 1938 
> | Nigerian 1,900 7.5.38 
| Rhodesia 2,442 Apr., 1938 
South Africa 13,263 4.6.38 
Victoria 4,774 Mar., 1938 
Note.—Yields are 









Traffics for Week = Aggregate Traffics to Date 
= Shares 
- or 
Total Inc. or Dec ° sn Increase or Stock 
this year compared o , , Decrease 
with 1937 7 This Year Last Year 
£ f £ £ £ 
13,610 } 10 26 413,450 427,230 — 13,780 Ord. Stk. 
11,011 + 639 52 485,160 465,116 + 20,044 o- 
_— _ _ _ _ _ A. Deb. 
3,459 = 2,650 | 22 19,050 29,300 — 10,250 6p.c. Deb. 
_— — _ — — — Bonds. 
76.303 — 17,866 52 4,558,568 5,011,644 — 453,076 Ord. Stk. 
$112,400 - $55,090 50 $5,680,890 $7,012,000 $1,331,200 Mt. Deb. 
112,903 5,521 52 7,639,947 7,662,301 - 22,354 Ord. Stk. 
40.695 — 6,513 52 2,322,391 2,587,485 — 264,594 ms 
96,600 — 38,285 52 6,133,422 7 964,968 — 1,831,546 sin 
— _— —_ _ _ _ Dfd. 
18,488 296 51 942,608 915,935 4 26,673 Ord. Stk. 
— — _— - — — Ord. Inc. 
27,588 + 6,911 44 260,926 192,328 + 68,598 Stk. 
18,300 4,300 22 79,200 76,400 | 2,800 1 Mt. Db. 
15,416 1,136 52 744,587 672,825 + 71,762 Ord. Stk. 
5,100 — 1,590 26 178,900 193,100 — 14,200 Ord. Sh. 
$523,864 — $37,036 18 $2,056,786 $2,181,008 — $124,222 _ 

—_ _ — — — _ Ist Pref. 
5,905 650 22 25,635 3 — 2,700 Stk. 
18,711 _ 2,941 26 461,280 - 102,610 | Ord. Stk. 

$241,900 — $127,400 25 $7,464,100 — $214,300 a 
8,322 153 48 104,249 96,221 + 8,028 - 
5,661 53 | 24 78,687 80,419 — 1,732 Ord. Sh. 

$4,151,006 $118,000 51 $167,730,000 $155,596,000 + $12,134,000 Pr. Li. Stk 
68,538 — 11,718 48 879,402 908,145 28,743 Pref 
q11,650 — ¢4,450 51 983,545 01,218,108 — ¢234,563 Pr. Li. Db 
37,825 269 25 763,630 794,859 — 26,229 Ord. Stk 
1,820 1.490 48 36,805 37,920 | — 1,115 Ord. Sh. 
16,297 — 1,889 52 1,256,010 1,390,769 — 134,759 Ord. Stk. 
851 + 128 48 10,331 10,856 — 525 Deb. Stk. 
621,328 — 130,068 25 15,673,057 17,988,026 — 2,314,969 — 
_ _ _ - _ — 4p.c. Perp. Dbs 
— — — — a= — 4 p.c. Gar. 
449,200 — 71,600 25 11,575,200 12,631,400 — 1,056,200 Ord. Stk. 
37,605 2.773 10 261,071 250,365 + 10,706 Ord. Stk. 
3,097 532 10 27,937 24.877 + 3,060 Ord. Sh. 
84,187 45 «10 624,262 662,609 — 38,347 Ord. Stk. 
3,624 5 610 24,349 23,306 1,043 ~ 
193,800 2,659 10 1,454,742 1,471,491 — 16,749 - 
235,800 20,325 | 12 2,187,525 ; - 64,425 ~ 
162,300 } 12,425 | 12 1,182,996 ,138,361 + 44,635 ee 
16,941 1,067 10 129,592 131,941 — 2,349 * 
123,761 t 11,247. 10 843,468 836,478 1. 6,990 a 
80,098 2,647 31 608,683 501,230 + 107,456 — 
5,231 - 560 «10 39,141 40,250 — 1,109 Prf. Sh. 
219,888 L. 5,337 | 22 1,281,351 1,336,076 54,725 _ 
= _ — — _ — B. Deb 
16,585 + 3,533 44 147,590 132,650 + 14,940 | Inc. Deb. 
27,592 | — 25,252 6 164,446 367,064 -— 202,618 - 
394,424 - 16,169 | 31 2,906,452 2,520,488 + 385,964 _— 
598,100 - 14.570 | 10 5,591,590 5,720,837 — 129,147 _ 
902,439 — 25,935 39 7,294,911 7,634,217 — 339 ,306 _ 


» based on the approximate current prices and are within a fraction of 133 


+ Receipts are calculated @ Is. 6d. to the rupee § ex dividend. 


1937 


Highest 


1454 

2319 

9812 
171g 
55g 
10 


77 
1017, 
18 


86 

6612 
317 
100 
101 
113 
110 
314 
10312 


31/- 
48lg 
98 


Prices 


owest 
1937 


4312 
9319 


June 29, 
1938 


ote) 


N 


Nil 
Nil 


Nil 


Nil 
105g 
13546 

Nil 

Nil 


658 
31g 
Ni 


313; 
8516 


The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated. 





The statements are based on the current rates of exchange and not on the par value 
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